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By DuGatp C. JAacKsSoN, PRESIDENT, Boston Society oF Civit ENGINEERS. 
; (March 21, 1923.) 


WHY IS THE BOSTON SOCIETY OF CrIvIL ENGINEERS? 


Gentlemen of the Boston Society of Civil Engineers: 

WHY is the Boston Society of Civil Engineers? How many 
of our 918 members of all grades have given careful personal 
thought to that question? We have joined the Society for va- 
rious reasons: some because solicited to do so by friends; some 
because we like to associate ourselves with the professional so- 
ciety of the neighborhood; and others for other individual rea- 
sons. But withal, how many individual members have given 
thought to the foregoing question? 

Our founders gave thought to the question, for the statute 
of 1851, incorporating the Society (which already had been in 
existence for three years), says that Messrs. Dexter, Borden and 
Parrott, their associates and successors, are made a corporation 
by the name of the Boston Society of Civil Engineers “ For 
THE PURPOSES OF PROMOTING SCIENCE AND INSTRUCTION IN THE 
DEPARTMENT: OF CIVIL ENGINEERING.” This instrument, signed 
by Governor Boutwell, limited the amount of property which 
might be legally held by the Society to $20 000, but an amend- 
ment signed by Governor Crane in 1902, increased the limit 
ten-fold to $200 000. The permanent and special funds and 
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other property of the Society now approach $60 000 in aggre- 
gate amount. 

The makers of our constitution gave thought to the question, 
for the preamble to the constitution states that the Constitution 
and By-Laws are established for the government of the Society 
‘for the more effectual execution of the design of their insti- 
tution,” and in accordance with its charter; and the Constitution 
as adopted in 1910 states that: 


‘The objects of this Society are the professional improve- 
ment of its members, the encouragement of social intercourse 
among engineers and men of practical science, and the advance- 
ment of engineering.”’ 


This Constitution further says that “‘ For the promotion of these 
objects, stated meetings of the Society shall be held and a li- 
brary maintained for the use of its members.’ The By-Laws also 
have concern for the library, besides encouraging intercourse 
between the members by providing for Sections which may 
be established ‘for the consideration of special branches of 
engineering.” 

Education and intercourse among engineers and those re- 
lated to engineering, and the advancement of engineering as a 
profession, seem to be the tenor of these thoughts of our founders 
and constitution makers. 

Perhaps our founders and constitutionalists also had in mind 
that saying of Francis Bacon, Lord Verulam, wise man and seer 
of centuries: ‘‘I hold every man a debtor to his profession; 
from which as men of course do seek to receive countenance and 
profit, so ought they of duty to endeavor themselves by way of 
amends to be a help and ornament thereto.’”’ The “ intercourse ”’ 
and the “advancement of engineering ’’ amongst our consti- 
tutional “ objects’ are in harmony with this Baconian theorem. 

Surely no one will contest the propriety of these ideals and 
objects, and probably few will contest their desirability; but the 
problem is to put them into effect for the benefit of each member. 
Individual altruism and collective altruism are both double- 
sided, with both objective and subjective advantages, so that a 
professional society only succeeds in its object when it serves the 
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community, the profession and the individual members. There 
is a good deal of criticism of professional engineering societies by 
engineers, on the ground that they fail to confer sufficient advan- 
tage on the individual critics; but I do not remember criticisms in 
that form coming from men who have actively applied themselves 
to the affairs of the societies, such as writing and presenting 
papers, entering actively into the discussions in the professional 
meetings, and carrying on the committee activities of the Society. 
My term of experience as a member of one or more engineering 
societies extends over more than thirty-five years, and I have yet 
to know a man who has wholesomely and serviceably joined in the 
activities of such societies who has not profited by the practice 
while also lending profit to his fellows. 

But the member who stands aside and yet calls for benefits 
to be conferred on him for the single reason that he is a member, 
is wasting his breath as well as the money that he pays for his 
dues. He fulfils none of our objects. He fails to cultivate gen- 
erous-purposed intercourse with the fellow members of his pro- 
fession, and he takes no part in the professional improvement of 
his fellow members or the improvement of engineering. Natur- 
ally, little benefit flows to him from his membership in the So- 
ciety, — for the benefits to the individuals are reflex and measured 
in terms of the benefits which they bring to the Society through 
active personal interest. We, therefore, have a duty as individual 
members and as officers — the Board of Government and the 
committees have a duty — to encourage all members to take an 
active part in the affairs of the Society. Our committees have 
done wonderful work this year. Let us have more of it, until, 
through professional papers, discussions, committees and sections, 
all members are brought into self-serviceable and mutually 
serviceable activity. 

My primary vocation being that of a teacher, these remarks 
may lie under the imputation of being biased by the academic 
view, and unpractical; but I have been also somewhat active in 
professional engineering practice and have dealt with some knotty 
problems, and continue in that rdle. Therefore, let us look at 


our problem from the practical aspect. 


132 BOSTON SOCIETY OF CIVIL ENGINEERS. 


It is for us as a society to bring all members into self-service- 
able and mutually serviceable activity. The problem is how to 
doit. The society and its members have faced shifting and diffi- 
cult conditions since the war. The state of production in the 
country has been low and hesitating. Social unrest and labor 
unrest have been disturbing. Engineering projects have not 
gone ahead as wé should have liked. The cost of living has been 
high, and the conditions of professional employment somewhat dis- 
couraging to all and highly discouraging to many. Our Society 
has felt these influences. This is reflected in the successive annual 
reports of the treasurer. Prior to the World War the Society 
habitually returned some part or all of the income of the perma- 
nent fund back into the account of principal, and the current 
affairs of the Society were mostly defrayed from current receipts. 
Since the war, the very considerable income from the permanent 
fund has gone along with current receipts for supporting the cur- 
rent affairs of the societies, and even then deficits have been in- 
curred. In the fiscal year 1921-22 the deficit for the year rose to 
the formidable sum (in a society of less than 1.000 members) of 
over $1500. This was partly met by a balance from the pre- 
ceding year and partly by subscriptions from members, but a 
considerable sum in deficit still remained unprovided for. This 
present, just ending, fiscal year we haye been more fortunate 
and have secured a favorable balance for the year, so that the 
remaining deficit of the preceding year is paid off and a little 
cash balance remains in the treasury; and prospects open fairly 
for the ensuing year. 

What then have we to do? Many things are manifest, and 
the Board of Government must pass upon them all in the manner 
which will in their opinion be to the best interest of the society 
and most effectually fulfil its constitutional objects. 

1. We have our relations with The Affiliated Technical So- 
cieties of Boston to more fully and permanently work out. This 
is a great enterprise, fostered and nurtured by some of our far- 
sighted members along with other engineers of like elevated 
character, which has remarkable possibilities of expanding in- 
fluence in its mature fruition. It has developed well in its natal 
year. Our Society is one out of nine societies now composing The 
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Affiliation, but our membership comprises between one-fourth 
and one-third of the individual membership in the whole, and, as 
our society is the one responsible for the original headquarters, 
we are highly interested in securing such a fruition as will make 
the enterprise sound and permanent, to the notable “ encourage- 
ment of intercourse among engineers and men of practical science, 
and the advancement of engineering.”’ 

2. We have our library relations to expand. Upon the 
formation of The Affiliation, the opinion prevailed that the latter 
could satisfactorily deal with the library problem, and that per- 
haps ultimately may prove to be true, but it has not yet proved 
so. We, however, again have a permanent secretary, and one of 
great industry, vision and effectiveness. With some assistance 
under his direction, our library may be made a center of useful 
information and instruction, as it never has been before. Col- 
laterally, an effort to work out some reciprocal relations with the 
unusual library of engineering science of the Massachusetts In- 
stitute of Technology is worthy the trial. 

3. We have our sections to foster and support so that they 
may become still more popular as satellites of the Society, each of 
which attracts to itself a small group of members who can sit 
monthly in the mutual interest of discussing their specialty, and 
secure thereby professional improvement and an even larger 
interest in the broader problems set forth in the papers of the re- 
gular meetings of the Society. These sections need encourage- 
ment and a bit more freedom in expense than has been usual 
heretofore. 

4. We have our general society activities which may be 
enlarged and enriched after the retardation caused in all such 
relations by the war. The now ending fiscal year has seen a 
start in this way. The Run-Off Report compiled by a committee 
of our Society, — a highly desirable piece of engineering investi- 
gation which had been completed but had lain unpublished be- 
cause of the Society’s poverty, — has now been published in its 
digested form of some fifty pages and numerous tables, charts and 
maps, in the October number of our JOURNAL. The expanded 
form is to be deposited (duly bound) in duplicate manuscripts in 
our library and the library of the United Engineering Societies in 
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New York. The Year Book of the Society, after an interregnum 
caused by lack of funds, has now been re-published in improved 
form. The scope and interest of the JouRNAL have been im- 
proved. The smokers preceding the regular meetings of the 
Society have been improved in place and kind. All these are de- 
sirable but much may still be performed before the interest of 
all our members is fully aroused or the objects of the Society are 
completely fulfilled. 

5. We have the problem of Seniion headquarters before 
us. Our Society has some invested funds, and by charter is per- 
mitted to hold an amount of property that would be sufficient 
to provide desirable headquarters for The Affiliation and our- 
selves. We should think of this. We should make it one of 
our interests. Can we afford, under such circumstances, to con- 
tinue expending the whole income from the permanent fund for 
current expenses when the forward-looking minds of a devoted 
membership may find ways of providing current funds for cur- 
rent expenses in order that a great event in “‘ the advancement of 
engineering ’’ may be earlier accomplished? There is no shadow 
of doubt that the United Engineering Societies Building in New 
York has done much for the advancement of engineering by bring- 
ing the founder societies into closer accord and associating them 
all in inspiring quarters for administrative and committee affairs, 
and at the same time securing the advantages of a great mutual 
library. Perhaps it is not without significance that the two 
Massachusetts governors who respectively signed the original 
charter of our Society and its amendment were men of great in- 
fluence on the political thought of this Commonwealth and the 
nation. The attachment of their signatures to our charter papers 
may yet prove to be the foundation of as influential an effect on 
the status of engineering and engineers in the Commonwealth. 

6. We have our association with The Affiliation in public 
relations to establish, with our relative grounds surveyed and 
outlined. During the year now ending, the Board of Govern- 
ment considered four questions of important public policy: the 
advantage to the public to be derived from recognizing that the 
post of Commissioner of Public Works in the Commonwealth 
should, on account of its duties, be held by a professional en- 
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gineer; the establishment of a metropolitan body with responsi- 
bility for the character and location of highways, bridges, water- 
ways, railways and railroads and other avenues of transit in the 
Metropolitan District; the best form of consolidation for the 
New England Railroads under the Federal Transportation Act; 
and the establishment of a National Hydraulic Laboratory. In 
the first of these, the Board of Government passed a resolution 
requesting Governor Cox to appoint a professional engineer to 
the then vacant post of Commissioner of Public Works, which 
was transmitted to the Governor. The Governor, in fact, ap- 
pointed William F. Williams, a member of our Society to the post. 
The Board of Government favored action in the matter of the 
Metropolitan District planning commission, and the matter of 
the appointment of a committee to express engineers’ views on 
railroad consolidation before the New England Governors’ Com- 
mittee which is investigating this question. In deference to the 
broad interest in these two subjects held by engineers in all 
branches, the Board of Government relinquished initiative on 
these to The Affiliation with its 3 300 members representing in 
fair proportion all of the important branches of engineering. 
The Affiliation through its Council expressed approbation of the 
Metropolitan planning board and supported the project in leg- 
islative hearings. The Affiliation expressed approbation of the 
majority report of its committee on railroad consolidation, and 
transmitted the majority and minority reports to Mr. James J. 
Storrow, Chairman of the Governors’ Committee of investiga- 
tion. The Affiliation committee was composed of members of our 
Society, five of the six members comprising four past-presidents 
and the president. By approval of the Board of Government, 
this important report will be published in the April number of 
our JOURNAL, and I commend it to your thoughtful reading. 
The Board of Government interpreted the National Hydraulic 
Laboratory as one peculiarly within the scope and interest of 
our own membership, and a letter ballot on its support was 
taken, which resulted in an expression of favor. Consequently, 
our Society’s support of the project has been notified to the WTS: 
senators and members of Congress from Massachusetts. The 
interpretations of the respective interests of our Society and The 
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Affiliation in such matters will be a matter of concern until a 
body of definite precedents has grown up, and I hope that the 
start thus made meets the general approval of our membership. 

7. We have our relations with other engineering societies and 
engineers in general to consider. Our membership in the Fed- 
erated American Engineering Societies is a symbol of our pur- 
pose ‘of promoting science . . . in the department of civil 
engineering ”’ as our charter puts it, and-of securing “ the ad- 
vancement of engineering’’ as our Constitution is phrased. 
Many of us do not believe that the Federated Societies have yet 
secured the firm basis of representative leadership in the progress 
of a great profession that the organization may and should se- 
cure; but, nevertheless, it is for us to consider thoughtfully 
whether the professional attitude expressed by Francis Bacon 
does not call upon us to take a part in bringing the Federated 
Societies into a position which will make it an established orna- 
ment and servant of the profession. 

I have often heard older members with experience on the 
Board of Government express an opinion that adequate progress 
cannot be made by the Boston Society of Civil Engineers on 
account of a lack of active interest of members, and a rather 
closely drawn Constitution which requires certain lines of action 
to be perfected through a membership referendum instead of by 
resolution of the Board of Government. 

We have passed on one important national issue (a National 
Hydraulic Laboratory) by referendum this year, without confu- 
sion or delay; but I must confess that the vote (aggregating 
295 ballots from a voting membership of substantially 800) was 
disappointingly small. In this respect it did not differ from the 
usual ballots on elections and society questions. 

If there is lack of interest of members, may it not be due to 
inadequate breadth in our consideration of the problems that are 
laid upon us by our constitutional objects? If so, the cure may 
be accomplished through the codperation of all members, and 
in that case the favorable vote on the question of an assessment 
for the ensuing year will be a great help, since it will enable the 
Board of Government to give a freer, more single-minded con- 
sideration to the merits of the seven great problems named in the 
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foregoing. Then, whether the permission to make an assessment 
is utilized or not, the decisions will be manifestly more soundly 
established because the best interest of the Society rather than 
meagerness of funds can be made the controlling basis of argu- 
ment. 

The permissive ballot on an assessment gave a majority of 
votes in favor, but here (as usual) the vote was disappointingly 
small, being only 296 in aggregate, thereby proving that members 
were not generally aroused to sufficient interest to vote. If the 
problems of the Society are laid before the members in a form not 
too pre-digested to secure interest in the intellectual mastication, 
it ought to be possible to secure sufficient reaction to bring out a 
fuller vote from our voting membership. We are close enough 
together so that we can secure information and compare notes by 
telephone when we do not understand, which we should do and 
thereby secure mutual acquaintance and benefit. 

Gentlemen, I hope that my words have led your minds away 
from a natural tendency to classify the opening query as the 
academic utterance of a pedagogue, or a pleasantry belonging 
in the sportive vein with the famous query of O. Henry, ‘‘ Why is 
a hen?” If I have succeeded in thus leading your minds away 
from such first thoughts, and then have further brought you over 
the bars and into the fertile field of intellectual speculation on our 
mutual problems, your interest is at least aroused, and we can 
rely on the competent succeeding President and Board of Gov- 
ernment to capitalize that interest to the enlarged welfare of our 
Society,and the mutual and individual advantage of all who rally 
to their aid. 

The organic law of our Society makes the Board of Govern- 
ment responsible for the general management of our Society 
affairs, following conformity with the Constitution and By-Laws, 
and the President has general supervision of the affairs of the 
Society. As retiring President, I take this opportunity of pub- 
licly thanking the Board of Government for their unremitting 
devotion in dealing with the Society problems and their unfailing 
courtesy while grappling with confusing situations. The wel- 
fare of the Society rests with ourselves, the individual members. 
The management of our affairs rests with the Board of Govern- 
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ment under the supervision of the President of our selection. 
I commend them to your confidence and support during the en- 
suing year. 

Next to the Board of Government come the committees, 
and I cannot close without expressing personal thanks also to 
the several committees of the Society and their chairmen. Our 
Social Activities Committee has accumulated an aura of glory, 
and all have done their work well. 


REPORT OF THE COUNCIL 


of 
The Affiliated Technical Societies of Boston 


upon 


THE NEW ENGLAND RAILROAD PROBLEM. 
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Report upon The Best Solution of the New England 
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FOREWORD. 


Responsive to the request of Mr. James J. Storrow, Chair- 
man of the Committee appointed by the Governors of the New 
England States to report upon the best solution of the New Eng- 
land railroad situation, —that the engineers of this vicinity 
interest themselves in this important problem, a committee was 
appointed by Professor Dugald C. Jackson, then President of 
the Boston Society of Civil Engineers. Before taking this action, 
however, Professor Jackson communicated with Mr. Leonard 
Metcalf, Chairman of the Council of The Affiliated Technical 
Societies of Boston, and it seemed that the matter might be taken 
up by The Affliation, instead of by the Boston Society of Civil 
Engineers on account of its larger membership. The personnel 
of the committee was discussed, and it was agreed that, in view 
of the time which would elapse before the next meeting of the 
Council, the committee should be appointed by Professor Jackson 
with the understanding that it might be taken over by The 
Affiliation as its committee, should the Council so desire. 

Subsequently, the Council voted to take up the investiga- 
tion of the railroad problem and to take over as its committee, 
the Committee appointed by the President of the Boston So- 
ciety of Civil Engineers, consisting of the following men: 


GEORGE F. SWAIN, Chairman 
CHARLES T. MAIN 

Cuas. R. Gow 

EUGENE C. HULTMAN 

DUGALD C. JACKSON, ex officio 
LEONARD METCALF, ex officio T 


After careful study, the special committee presented a ma- 
jority report, signed by all of its members except Mr. Eugene C. 
Hultman who presented a minority report. 

The reports submitted were sent to each of the members of 
the Council, with the request that they be carefully and criti- 


* President of the Boston Society of Civil Engineers. 3 
+ Chairman of the Council of The Affiliated Technical Societies of Boston. 
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cally studied in anticipation of the meeting called for their dis- , 
cussion. At this meeting of the Council, held on February 13, 
after a thorough discussion of these reports, the majority report 
was unanimously adopted as the Report of the Council of The 
Affiliated Technical Societies of Boston, and was ordered sent, 
together with the report of the minority member of the special 
committee, to Mr. James J. Storrow, for the information of his 
Committee. 

At the annual dinner of The Affiliation, held at the Copley 
Plaza Hotel, March 7, 1923, the publication of the report for the 
information of the members of the nine societies constituting 
The Affiliation, and of engineers and others interested in this 
vital problem was urged by a number of men. Pursuant to these 
requests, the report of the Council to Mr. Storrow is presented 


herewith. 
By Order of the Council. 


J. B. Bascock, Executive Secretary. 


THE NEW ENGLAND RAILROAD PROBLEM. 


THE REPORT OF THE COUNCIL OF THE AFFILIATED 
TECHNICAL SOCIETIES OF BOSTON. 


YOUR committee, appointed a few days previous to the 
beginning of the hearings given by the State Commission, held 
one meeting previous to those hearings, and discussed the sub- 
ject. Two or more members of your committee attended some 
of the hearings of the Commission, and Colonel Gow of your 
committee, representing the Associated Industries of Massachu- 
setts, made a clear and forcible statement to the Commission, 
giving the views of his association, which had for eight months 
been considering the subject and which had formulated and 
printed a report. 

Owing to limitations of time, the chairman of your committee 
did not consider it desirable to make any statement before the 
Commission, but the Commission assured him that it would be 
glad to receive a written communication if the committee should 
desire to present one. This was approved by the committee, 
and in accordance therewith, the following statement has been 
prepared. 


THe NEw ENGLAND RAILROAD PROBLEM 


The Transportation Act, which went into effect in March, 
1920; contains the following provisions: 


‘483. (4). The Commission shall as soon as practicable prepare and 
adopt a plan for the consolidation of the railway properties of the con- 
tinental United States into a limited number of systems. In the divi- 
sion of such railways into such systems under such a plan, competition 
shall be preserved as fully as possible and wherever practicable the exist- 
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ing routes and channels of trade and commerce shall be maintained. Sub- 
ject to the foregoing requirements, the several systems shall be so arranged 
that the cost of transportation as between competitive systems and as 
related to the values of the properties through which the service is rendered 
shall be the same, so far as practicable, so that these systems can employ 
uniform rates in the movement of competitive traffic and under efficient 
management earn substantially the same rate of return upon the value 
of their respective railway properties. ; 

‘©1484. (5) When the Commission has agreed upon a tentative plan, 
it shall give the same due publicity and upon reasonable notice, including 
notice to the Governor of each State, shall hear all persons who may file 
or present objections thereto. The Commission is authorized to pre- 
scribe a procedure for such hearings and to fix a time for bringing them to 
a close. After the hearings are at an end, the Commission shall adopt 
a plan for such consolidation and publish the same; but it may at any 
time thereafter, upon its own motion or upon application, reopen the 
subject for such changes or modifications as in its judgment will promote 
the public interest. The consolidations herein provided for shall be in 
harmony with such plan. 

“185. (6). It shall be lawful for two or more carriers by railroad, 
subject to this Act, to consolidate their properties or any part thereof, 
into one corporation for the ownership, management, and operation of the 
properties theretofore in separate ownership, management, and opera- 
tion, under the following conditions: 

“186. (a) The proposed consolidation must be in harmony with 
and in furtherance of the complete plan of consolidation mentioned in 
paragraph (5) and must be approved by the Commission; . . .” 


The Act further provides, in Sections 221 to 223, that rates 
shall be established by the Interstate Commerce Commission. 


4 . so that carriers as a whole (or as a whole. in each of such rate 
groups or territories as the Commission may from time to time designate) 
will, under honest, efficient and economical management and reasonable 
expenditures for maintenance of way, structures and equipment, earn 
an aggregate-annual-net-railway-operating income equal, as nearly as 
may be, to a fair return upon the aggregate value of the railway property 
of such carriers held for and used in the service of transportation: oe 


There are great difficulties in applying this principle of 
rate-making in such a way that all the roads will be treated fairly. 
In any given “rate group or territory ’’ which the Interstate 
Commerce Commission may designate (Art. 221), there will be 
some .roads which may be termed “strong” and others which 
may be termed “‘ weak.” The strong roads are those which have 
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advantages, either in the way of location, traffic connections, 
industrial developments, or financial structure, such that a rate 
which would afford a fair return on all the roads combined would 
give larger profits to such strong roads. There are other roads 
which, on account of topographical conditions, more unfavorable 
locations, heavier grades, poorer business relations and traffic 
connections, or poorer financial structure, would not be able to 
earn a fair return on the value of their properties as found by the 
Interstate Commerce Commission on rates which would afford 
such fair return to all the roads combined. Yet the weak roads 
are almost as necessary for the public as the strong roads. The 
disadvantages of the former may be necessary and not due to 
any mismanagement or financial mistakes. The principle that 
has been established is that all the roads in such a territory must 
secure a fair return on the aggregate value of their properties, 
and some way must be found to secure a return to the weak, as 
well as the strong, roads sufficient to give them adequate financial 
credit to enable them to obtain money on reasonable terms for 
improvements. 


Article 224 of the Act explains this: 


“224. (5). Inasmuch as it is impossible (without regulation and 
control in the interest of the commerce of the United States considered 
as a whole) to establish uniform rates upon competitive traffic which will 
adequately sustain all the carriers which are engaged in such traffic and 
which are indispensable to the communities to which they render the 
service of transportation, without enabling some of such carriers to re- 
ceive a net railway operating income substantially and unreasonably in 
excess of a fair return upon the value of their railway property held for 
and used in the service of transportation, it is hereby declared that any 
carrier which received such an income so in excess of a fair return, shall 
hold such part of the excess, as hereinafter prescribed, as trustee for, and 
shall pay it to, the United States. 

“225. (6). If, under the provisions of this section, any carrier 
receives for any year a net-railway-operating income in excess of six per 
centum of the value of the railway property held for and used by it in 
the service of transportation, one-half of such excess shall be placed in 
a reserve fund established and maintained by such carrier, and the re- 
maining one-half thereof shall, within the first four months following the 
close of the period for which such computation is made, be recoverable 
by and paid to the Commission for the purpose of establishing and main- 
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taining a general railroad contingent fund as hereinafter described. For 
the purposes of this paragraph the value of the railway property and the 
net-railway-operating income of a group of carriers, which the Commission 
finds are under common control and management and are operated as 
a single system, shall be computed for the system as a whole irrespective 
of the separate ownership and accounting returns of the various parts of 


” 


such a system. . . . 


The reserve fund held by the railroads may be used for pay- 
ing interest or dividends in poor years, in which the net operating 
income is less than six per cent. of the value of the property 
(Art. 226). 

The general contingent fund held by the Commission may 
be used in 


‘929, (10) . . . making loans to carriers to meet expenditures 
for capital account or to refund maturing securities originally issued for 
capital account, or by purchasing transportation equipment and facili- 
ties and leasing the same to carriers, as hereinafter provided. . . .” 


Such loans are to be well secured, and repaid by the rail- 
way companies (Art. 229). 
As Mr. John E. Oldham says,* 


“To apply the service-at-cost method with complete success it will 
be necessary either (a) to consolidate all the railroads in each rate-making 
territory into one system, thus completely eliminating competition; or 
(b) to provide a method which is practicable and economically sound for 
equalizing the income of the various roads by a redistribution of the 
earnings so that each road will receive from the whole such amount as is 
necessary for its cost of operation and a fair return upon the value of its 
property; or (c) to combine the more-favorably and less-favorably-sit- 
uated roads in each rate-making district so that the systems resulting from 
the combinations will be able to obtain uniform results with uniform rates.” 


The first solution would eliminate competition, and would 
be contrary to the clear intent of the Transportation Act. 


The second solution seems impracticable, for no method is 
apparent by which a part of the income received by some roads, 
which have received more than that to which they are entitled, 
could be taken from them and given to other roads which have 
received less than that to which they are entitled. A road is 


** A Plan For Railroad Consolidations, Including A Discussion Of Their Purpose and 
Practicability,” published by the Investment Bankers’ Association of America. © 
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entitled to its fixed return only if it is efficiently operated (see 
Art. 221 of the Act). Any such plan would put the stronger 
roads under the temptation of increasing operating expenses, 
for there would be no incentive to keep costs down. The weak 
roads would likewise have no incentive for efficient operation, 
because they would know that their losses would be made up to 
them; and it is difficult or impossible to draw the line between 
efficient and inefficient operation. 

There seems, therefore, no way except to consolidate strong 
and weak roads in a given rate-making district in such a manner, 
if possible, that systems would be produced such that with effi- 
cient operation and uniform rates upon competitive traffic, 
each system could earn a fair return upon its total valuation. 
Such a plan would clearly not contemplate or be consistent with 
dividing the country into separate territorial divisions and com- 
bining all the roads in each division. This would eliminate com- 
petition in each division and would make the rate structure 
different in each. 

Acting under the Transportation Act, the Interstate Com- 
merce Commission has tentatively divided the railways into 
groups, not separated territorially, but interlacing with each other 
in such a way that in any territorial district there will be several 
roads competing in service. The rates between indentical points 
must be the same by all lines, but there is always room for com- 
petition in service. Such competition will stimulate efficiency, 
attract traffic to the road offering the best facilities, enable a 
road to gain the benefit of efficient management, and will thus 
help it to secure a fair return upon its value. 

The problem before New England is as to what shall be done 
under the act with the New England railroads. Professor Ripley, 
who reported to the Interstate Commerce Commission a plan for 
dividing all the railroads of the country into systems, strongly 
advised combining the independent New England roads into a 
separate group. He gives an exhaustive discussion of the advan- 
tages and disadvantages of this plan. The Interstate Commerce 
Commission did not entirely adopt his recommendations, even 
tentatively, but suggested methods of consolidating each of the 
independent roads with one of the trunk-line systems. The 
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question is which one of these plans is preferable: viz., (1) com- 
bining the New York, New Haven & Hartford, Boston & Maine, 
Maine Central, and the Bangor & Aroostook into a New England 
system; or (2) allowing the consolidation of each of these roads 
with some one of the trunk-line systems, to be established by the 
Interstate Commerce Commission; as for instance, allowing the 
consolidation of the New York, New Haven & Hartford road 
with the Pennsylvania, the Baltimore & Ohio, or some other 
system, and the consolidation of the three other New England 
roads with the New York Central, the Delaware & Hudson, or 
some other system. 

It seems clear that the competition which paragraph 183 of 
the Transportation Act requires “ shall be preserved as fully as 
possible ’’ must contemplate a form of consolidation such that in 
a large territory there should be several systems competing for 
through traffic, by the character of their service. If the indepen- 
dent New England lines should be consolidated into one system, 
this system would, it is true, compete with the Boston & Albany 
and the Grand Trunk for certain traffic within New England, 
but it could not compete with any line for trafic beyond New 
England because it would have no lines beyond New England. 
It might, to be sure, make trafhe agreements with trunk lines 
such as the New York Central and the Pennsylvania, but in that 
case it would seem just as well for the New England lines to be 
consolidated with such trunk lines. If they should be so consoli- 
dated, the New Haven with one trunk line and the northern roads 
with another, there would then be real competition to the greatest 
extent possible. 

The importance of a decision of this question is obvious, 
because when a definite plan has been adopted by the Interstate 
Commerce Commission, no consolidations not in accordance 
with such plan can be made. The interest of New England in 
this question is. not entirely local. Every person, being a con- 
sumer, has a vital interest in the service and rates on lines outside 
of New England over which supplies of food and raw materials 
come, and over which manufactured products go. 

The outstanding fact of the situation is that the New Eng- 
land roads are very weak financially, the service is bad, and the 
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earnings are entirely insufficient to afford a fair return or to at- 
tract capital: This condition is, indeed, very critical. In order 
to furnish good service and to make necessary improvements, 
it is essential that a road should be financially strong and able 
to obtain money on reasonable terms. Its credit should be so 
high that it can obtain new money by the sale of stock, not bonds. 
Its stocks must therefore be on a dividend-paying basis. The 
independent New England roads do not even earn their bond 
interest. Furthermore, New England requires large supplies 
of food, raw materials and coal from distant states, and it pro- 
duces large quantities of finished products of high grade. It 
is vital for New England that the food, coal and raw materials 
should be obtained with regularity and at reasonable cost, and 
that the finished products of New England should find a market 
in all parts of the country, in competition with similar products 
from nearer points. It has often been stated, and it is true, that 
New England is, generally speaking, a terminal for the traffic 
coming to it from the trunk lines. It is a small corner of the 
United States, with only 2.2 per cent. of the area, 7 per cent. of 
the population, but producing about 13 per cent. of the value of 
manufactured products. It follows from this, as well as from 
other circumstances, such as topography, demurrage charges, 
high cost of fuel, the congestion of population, resulting in exces- 
sive switching charges, high cost of protecting crossings, etc., 
that the cost of operation of the New England roads is higher than 
that of most of the other roads which connect with them. The 
valuation of the New England railway properties by the Inter- 
state Commerce Commission, however, is high. If the indepen- 
dent New England lines were consolidated into one system, they 
would therefore be under the necessity, in order to secure a fair 
return on the value of their properties, of having a permanently 
higher rate basis than the lines connecting with them, or else of 
securing a greater share of the through rate from and to points 
outside of New England. Attempts have already been made, 
without success, to secure a greater proportion of the through 
rate, and we do not believe there is any prospect of obtaining an 
increase, if any could be obtained, sufficient to rehabilitate the 
New England roads and reéstablish their credit. Certainly no 


150 THE NEW ENGLAND RAILROAD PROBLEM. 


plan for consolidation should be permanently adopted which 
would depend for its success upon such a hope. 

The serious disadvantage of the New England roads, there- 
fore, arises from the facts that their cost of operation is high, and 
that their value, upon which they must earn a return in order to 
establish their credit, is also high. If they stand alone, or in 
combination with each other, they must apparently charge per- 
manently higher rates than in the past, and higher than rates in 
other parts of the country. Hence the ability of the New Eng- 
land manufacturers to compete successfully with local manufac- 
turers elsewhere will be jeopardized or destroyed. Higher rates 
would be a critical thing for New England and might be the ruin 
of its industries, or the cause of their moving elsewhere, as some 
have already done. To maintain these industries, it is essential 
that they should be able to compete in all the large markets of 
the country. Yet their situation, remote from raw materials 
as well as from markets, is already a handicap, and calls for lower 
rates rather than higher. 

There seems to us no question that New England would be 
seriously injured if it were made a separate rate-making district, 
with rates high enough to give a fair return on the large fair valua- 
tion of its railways, and high enough to offset the necessarily 
high operating costs of its railroads. 

It is also a fact, well attested, that of all the New England 
roads, the Boston & Albany, which is under control of the New 
York Central, has given and is giving the best service. Only 
recently we have learned that that company is to expend several 
millions of dollars in building a new station in Springfield. Since 
the control of this road by the New York company, the latter 
has expended large sums of money and has furnished much equip- 
ment to the Boston & Albany which it probably could not have 
obtained if it had remained independent. The control of the 
Boston & Adbany by the New York Central has been of definite 
advantage to the patrons and stockholders of the Boston & 
Albany, and to New England. Experience, therefore, proves 


that there is advantage and not danger in trunk-line control of 
New England lines. 
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At the hearings before the State Commission, views were 
expressed in favor of each of these plans above described. Many 
speakers emphasized what New England shippers want. It is 
easy to state what they want, namely, good service, reasonable 
rates, the preservation of the gate-ways to New England, the 
retention of the Canadian differential, and the privilege of ship- 
pers to route their shipments as they desire. The question, 
however, is not what New England wants. It is generally im- 
possible to obtain all that one wants. The question is what under 
the circumstances can New England reasonably expect to get, 
and what is the best for it to advocate on the whole. Sentiment 
should not control in a matter like this, but hard, cold facts. 

To us the great outstanding fact is the critical and weak 
financial condition of the independent New England roads and 
the fact that they cannot furnish the service or make the im- 
provements that are desirable, because they cannot secure money 
on a reasonable basis. Capital is not attracted to investments 
in these properties. 

The second outstanding fact is that the cost of operation 
in New England is greater than outside of it, and that a New 
England system would either be obliged to continue to do business 
at a loss or without financial results that would make investments 
in those properties attractive to capital, or else New England 
traffic would be forced to pay permanently higher rates than those 
of other parts of the country. 

Professor Ripley makes a strong argument in favor of a New 
England system and yet he does not in our opinion adequately 
meet the arguments on the other side, which he admits are very 
strong. The first of these objections to the New England group 
‘ plan he states to be ‘‘ that it runs counter to the express terms 
of the statute that competition shall be preserved as fully as 
possible.” He believes, however, that this contention is readily 
met by the argument that with a group system there would be 
competition between the carriers outside of New England for the 
New England traffic, while an alliance of the separate New Eng- 
land roads with separate trunk lines would destroy this compett- 
tion. Itis not obvious, however, why the latter statement should 
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beso. If the New Haven road were allied with the Pennsylvania 
and the northern New England roads with the New York Central 
or the Delaware & Hudson, there would be competition between 
the Pennsylvania and the other roads at many of the most impor- 
tant New England industrial centers. The New Haven reaches 
Pittsfield, Springfield, Turners Falls, Greenfield, Fitchburg, and 
Lowell, all of which points are also reached by the Boston & 
Maine, while the Boston & Albany touches the Fitchburg at North 
Adams, Athol, and Baldwinville. Northern New England, in- 
cluding Vermont, New Hampshire, and Maine, would have no 
competing points with the New Haven and Pennsylvania, but 
would be traversed throughout by the Grand Trunk line. Out- 
side of New England, almost every important industrial center 
would be on, or in-connection with, more than one line running 
into New England. 

The second objection to the group system mentioned by Pro- 
fessor Ripley he states to be ‘far more important and much more 
difficult to meet.’’ His own words may well be quoted with ref- 
erence to this objection, for it seems to us that in them he gives 
away his whole case. He says: 


“Tt is that the prostration of the New England lines is universal; 
and that the group plan permits of no such alliance of weak and strong 
properties, in order to balance transportation costs and property valua- 
tion, as is contemplated under the law. Only by reaching beyond the 
confines of New England, it is alleged, can sufficiently strong companies 
be found to lend their support for the rehabilitation of the New England 
lines. It is obvious that great expenditures are called for in the immediate 
future in order to relieve congestion, provide adequate terminal facilities 
and equipments, expedite loading and unloading, and afford such improve- 
ments and betterments as shall keep pace with the growth of population 
and the demands of industry. It is not alone a problem of supporting 
these properties, now scarcely earning operating expenses, and of keeping 
them alive, but it is a question of their proper development. Such develop- 
ment requires credit and the assurance of adequate traffic to support 
the new output of securities. The present plight is avowedly critical. 
But, on the other hand, the foregoing analysis of possible mergers with 
outside roads has, it is believed, established the fact that these alliances 
may, under the statute, not take place with the already over-dominant 
systems of the New York Central and the Pennsylvania. They must, if 
at all, take place through association with the Delaware & Hudson, Erie, 
and. Lackawanna-Nickel Plate groups. Each of these is in itself con- 
fronted with the problem of meeting the competition of the two greater 
systems. All of their strength must be conserved for the satisfaction of 


their own proper trunk line needs. Little help could be had from that 
source. 
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The last portion of this seems to us somewhat confused. The 
argument seems to be that the New England roads may not under 
the statute combine with the Pennsylvania or the New York 
Central, and that the other roads named would not be strong 
enough to take over the New England lines. This seems a very 
good argument in favor of allowing the New England lines to 
combine with the Pennsylvania and the New York Central if 
they could legally do so. As a matter of fact, the Interstate 
Commerce Commission says in its report that it finds for the pur- 
poses of this tentative plan that the railway properties of the con- 
tinental United States may be consolidated under the statute into 
the following systems; and they then specify nineteen systems, 
of which the New York Central System includes the Boston & 
Maine, the Maine Central, and the Bangor and Aroostock, and 
the Baltimore and Ohio System includes the New Haven. It 
is not at all apparent that the New Haven might not be included 
in the Pennsylvania System. 

There seems to be, therefore, a lack of agreement between 
Professor Ripley and the Commission. 

The reasons why Professor Ripley thinks the New Haven 
should not go to the Pennsylvania are, as stated by him, 

1. ‘‘ The already preponderating size of the Pennsylvania 
as a whole.’”’ This, he thinks would be entirely contrary to the 
spirit of the statute. But there is nothing in Art. 183 to sustain 
this objection. 

2. ‘The Pennsylvania has no surplus earning power with 
which to upbuild a broken-down New England property.’’ We 
doubt if the Baltimore and Ohio has any greater ability. How- 
ever, we realize that it may be best that the New Haven should 
go to the Baltimore & Ohio, though we doubt it. 

3. ‘‘ The undesirability of further congesting transportation 
conditions in and about New York City.’’ If the New Haven 
should be placed in the Pennsylvania System, we believe the 
Interstate Commerce Commission should make conditions which 
should keep the Poughkeepsie bridge gateway and connections 
open. 
4. ‘‘ The absence of any present disposition to consolidate,” 
on the part of the Pennsylvania. N evertncless, the Pennsylvania 
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has been the road most frequently mentioned in connection with 
the New Haven, and the two are now in close connection over the 
Hell Gate bridge. Present dispositions may change over night. 

We, therefore, think that Professor Ripley makes no valid 
case against consolidation of New England lines with the Penn- 
sylvania and the New York Central. It may also be said that 
there is ‘‘ absence of any present disposition to consolidate ’’ on 
the part of the New England lines. 

But to proceed with Professor Ripley’s admission of the 
critical state of the New England roads, which was interrupted 
by this discussion of the Pennsylvania and New York Central; 
he says: 


“‘ One is forced to the conclusion, then, that the rehabilitation of the 
New England railroads must take place through a mustering of all of the 
financial resources of the region, public as well as private, if necessary. 
The industrial preservation of New England demands it. . . . Another 
suggestion is that the great American industries,* as a measure of self- 
protection, should unite in investment in these New England roads. 
And then there is the possibility of state funds, as, once, quite wastefully to 
be sure, the construction of the Hoosac tunnel was brought about. But 
in any event, it is submitted, no such rehabilitation may take place until 
the New Haven particularly has been subjected to such a thorough-going 
financial reorganization as has taken place on the Boston & Maine. It 
seems useless to discuss further general increases of New England rates, 
either freight or passenger, except perhaps sporadically. The disastrous 
effect of overloading transportation costs for a remote region dependent 
upon the long haul both for fuel and raw material inbound, and all of its 
products outbound, is too obvious to need reiteration. No other course 
seems open except the adoption of vigorous: measures for setting the New 
England house in order, recognizing past mistakes and pocketing the losses, 
and then proceeding with confidence to set up a new organization which 
shall have such assurance from public reputation of straight-forwardness 
and honesty that the invincible power of New England’s associated 
capital and industry shall loyally support the enterprise.” 


In other words, Professor Ripley seems to be forced to the 
conclusion, notwithstanding his preference for a group system, 
that the group system will not be satisfactory or that the indus- 
tries of New England will not be preserved unless by state sub- 
sidies or substantial investments in New England roads by New 
England business men. In other words, Professor Ripley seems 
to think that New England must come to the support of its rail- 
roads. How could this be done, and just what does Professor 
Ripley mean? Is it that New England industries and investors 


* Presumably New England industries. 
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shall invest in the securities of New England roads when they 
can make safer and better investments elsewhere? Or is it that 
New England shippers and travellers should consent to pay rates 
high enough to restore the New England roads to a sound credit? 
Surely either idea is Utopian, and spells ruin for New England 
transportation. If the plan of a New England railroad system 
requires this, surely some other plan is preferable. The matter 
is one of business, not sentiment or local pride. It may be de- 
sired, but human nature is such that people will not, simply from 
local pride, put money into properties unless they can obtain a 
return on investment. The railroads of New England must be 
rehabilitated according to sound economic and business princi- 
ples, without sentiment or local pride. If they cannot stand 
alone without such local support as Professor Ripley seems to 
expect, — and we do not believe that such support would be 
forthcoming, — they must be rehabilitated in some other way. 

We can see no other plan that seems at all practicable, ex- 
cept that plainly suggested by the schedule of the Interstate 
Commerce Commission, namely, by allowing them to combine 
with strong outside companies, which, for the benefits that they 
would derive from the New England traffic, might consolidate 
with New England roads, and which would have the prospect of 
sufficient earnings from the combined properties to be able to 
spend the money to give the service and make the improvements 
that are necessary. Some of the strong roads will certainly, 
under a rate system that affords a fair return on the combined 
value of the properties, be able to earn more than the allowed 
return. Rather than turn over any excess to the government, 
they would no doubt prefer to spend such excess for improvements 
that will give better service and bring economies. 

The inducement to a trunk line to consolidate with a New 
England line would be the magnitude and high character of the 
New England traffic, and the fact that the law allows a fair re- 
turn on the aggregate valuation. Of course, the trunk line would 
expect or demand that the New England trafic would go over 
its line so far as possible, and this would no doubt interfere with 
the privilege of shippers to route their freight over a competing 
line. Professor Ripley thinks that this consideration alone 1s 
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conclusive against consolidation with trunk lines. We cannot 
think so. The routing privilege seems to us certainly not of 
sufficient importance to compare with the necessity of finding 
some way of restoring the efficiency and credit of the roads. 

It is sometimes claimed that the New England roads are in- 
efficiently operated, and that great reductions in operating ex- 
penses might be made. We do not know how much could be 
done in that direction. Probably there-is no road, and no in- 
dustry, in which some economy of operation might not be made, 
because nobody is or can be perfect. Yet, we do not believe that 
any economies could be made in the operation of New England 
roads sufficient, under present labor conditions, to approach re- 
habilitating them, considering the low financial condition to which 
they have fallen, and which Professor Ripley paints in as dark 
colors as anybody. 

It is often claimed, also, that New England roads should 
be controlled in New England. It is superfluous to point out 
that there is no practicable way of ensuring this in any case. The 
control rests with the stockholders, and the stock ownership 
may be anywhere. It is no doubt an advantage, however, to 
have responsible local management, so that all business matters 
may be taken up at short distance. Trunk line consolidation 
would not in any way prevent this. Fhe Boston & Albany has 
for many years been in charge of a vice-president of the New 
York Central located in Boston, and this arrangement has been 
satisfactory to New England interests and presumably to the 
lessee. There is every reason to believe that if the other New 
England roads were combined with trunk lines, a similar policy 
would be followed. The magnitude and density of the New 
England traffic would probably render it necessary. We, there- 
fore, see no objection to the trunk-line plan on the ground of 
control or management. 

To restate the matter, it seems to us very simple in princi- 
ple. If rates are to be allowed which in any district are sufficient 
to yield a fair return upon the total value of railroad property, 
then, since there will be strong and weak roads in that district, 
it seems inevitable that some roads will earn more than a fair 
amount and will be obliged to pay a balance to the government, 
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while some will earn less than a fair return, and therefore wil] be 
permanently unable to command good credit. The surplus from 
the strong roads cannot be turned over to the weak roads, and it 
would not be desirable, for that would reduce the incentive of 
strong and weak roads alike to secure efficient management. The 
surplus may be loaned by the government to the weak roads, at 
good interest, with certainty of repayment; but this will not 
permanently help the weak roads, for if their earnings are not 
sufficient without these loans, they will be still less so with them, 
unless the loans may be expended for improvement which will 
yield so large a return as to rehabilitate the roads, which is un- 
likely. The only solution would seem to be to combine the strong 
and weak roads into systems of as nearly equal strength as prac- 
ticable. .This would be to the advantage of both strong and weak 
roads, for it provides the strong roads with opportunity to expend 
their inevitable surplus in a manner advantageous to themselves, 
avoiding the necessity of paying it over to the government; while 
the weak roads become parts of strong systems, and so are per- 
manently provided for. The solution never can be by combin- 
ing the weak roads in a rate district into one system, for this 
puts that district at permanent disadvantage as compared with 
other districts, since rates must be higher in it. A combination 
of weak roads can seldom make a strong one. 

' The combinations referred to must at present be voluntary, 
although there is talk of making them compulsory as soon as the 
Interstate Commerce Commission shall have definitely decided 
upon the systems to be created. We believe, however, that it 
would be for the advantage of trunk lines beyond New England to 
combine with New England roads, because of the high character 
of the freight coming from New England and the consequent 
increased earnings that would accrue to the trunk lines by being 
assured of the haulage of that freight. For many years there 
have been rumors and attempts at control, lease or purchase of 
the New England roads by trunk lines beyond New England. 
The desirability of such control is not reduced, but rather in- 
creased by the present situation, considering that a fair income 
is to be allowed on total value. 
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The plan for trunk-line consolidation and the plan for a 
New England system are equally definite and both consolidations 
would be voluntary. Once adopted, either plan would be equally 
difficult to undo or ‘‘ unscramble.” If the first plan were adopted 
the New England lines would not be obliged to sell to the trunk 
lines at present prices of securities or on the basis of a bankrupt 
sale. Under the trunk-line plan, there would be no question of 
division of through rate. The trunk line would have the entire 
rate, while at present they lose the portion which goes to the New 
England roads. If that proportion should be increased, they 
would lose still more; they would, therefore, be under still greater 
temptation to divert traffic from New England; whereas if they 
receive the entire rate, it would be strongly to their interest to 
build up New England traffic. 

One further advantage to New England may be medtionell 
which is not often referred to. It is that New England has often 
been charged with being provincial, and in fact is largely pro- 
vincial. The very fact that a New England system of roads 
is so strongly urged by so many proves this. New England has 
never seemed to realize fully that it is only a small corner of the 
country, and that its interests are inextricably dependent upon 
the country as.a whole. The best thing for New England would 
be to have it permanently and firmly buckled to the rest of the 
country by bands of steel, and steel lines of railway would be the 
best way of effecting this. The Pacific Coast, though far removed 
from the great centers of population and manufacture, and sep- 
arated from them largely by deserts or areas of very sparse popu-: 
lation, is better connected with them. Its railway lines are not 
local Pacific coast lines, but tentacles reaching out from Chicago, 
St. Louis and New York. All of its railway lines are through- 
transcontinental lines. It would not think of separating them 
and advocating a Pacific coast system. : 

One objection to trunk-line combination which has been 
urged is that shippers would not be able to route their ship- 
ments as they desire, since the trunk line would of course wish 
to haul it over its own line. We do not believe that the privilege 
of routing is of great importance in comparison with the other 
elements of the situation. However, we believe the solution of 
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this question is in the power of the Interstate Commerce Com- 
mission. Moreover, we believe that Articles 216 and 217 of the 
Transportation Act, together with such other power as is lodged 
with the Commission adequately meet this objection. By the 
Interstate Commerce Act the shipper may route his freight as 
he desires. If the New Haven should go to the Pennsylvania, 
shippers in southern New England should be willing that their 
freightshould go and come via the Pennsylvania so far as possible. 
If this should inconvenience them a little, it would be only their 
contribution toward the solution of the problem; and it would be 
a simpler and smaller contribution than Professor Ripley’s 
suggested ‘‘ mustering of all the financial resources of the region, 
public as well as private.” 

Similarly, it has been feared that with trunk line consoli- 
dation, shipment of freight to a coast point, and thence carriage 
by water, would be interfered with. We believe that this matter, 
also, iswithin the power of the Interstate Commerce Commission, 
and covered by Article 283 of the Transportation Act. 

Many New England shippers desire to preserve the Cana- 
dian differential, which enables them to ship to the west over 
Canadian lines at a lower rate than over our own trunk lines. 
Naturally, the trunk lines would like to have this differential 
abolished, so that they would get the haul over their own lines. 
But-there is no inherent reason why consolidation with the trunk 
lines should involve abolition of the differential. The Trans- 
portation Act provides in Art. 188, as follows: 


‘‘ Whenever two or more carriers propose a consolidation under this 
section, they shall present their application therefor to the Commission, 
and thereupon the Commission shall notify the Governor of each State 
in which any part of the properties sought to be consolidated is situated 
and the carriers involved in the proposed consolidation, of the time and 
place for a public hearing. If after such hearing the Commission finds 
that the public interest will be promoted by the consolidation and that 
the conditions of this section have been or will be fulfilled, it may enter 
an order approving and authorizing such consolidation, with such modifi- 
cations and upon such terms and conditions as it may prescribe, and 
thereupon such consolidation may be effected, in accordance with such 
order, if all the carriers involved assent thereto, the law of any State or 
the decision or order of any State authority to the contrary notwith- 


standing.” 
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Under this section the Commission, if it deemed that the 
public interest required it, might require retention of the dif- 
ferential. In any case, the differential probably affects compara- 
tively few shippers. 

The New Haven is now more intimately connected with the 
Pennsylvania than with any other line. The two would seem to 
belong together. 

The New York Central terminals in New York are already 
over-crowded, and the Boston & Albany has at present little or 
no excess capacity. The Fitchburg has considerable possibilities. 
If the Boston & Maine should go to the New York Central, the 
latter would have two lines to Boston as it now has to New York. 
We believe that such a combination would be of benefit to the 
New York Central and would aid in the development of the port 
of Boston. 

This subject might be pursued farther, and each of the 
objections to trunk line combination, as set forth by Professor 
Ripley, might be discussed, but we believe it unnecessary, and 
that the above discussed grounds for our opinion are sufficient. 


CONCLUSION 


For the reasons herein stated the committee has reached 
the conclusion that the plan of consolidation so far as concerns 
the New England roads, should provide for the consolidation of 
the New Haven with one of the trunk lines, and of the other 
independent New England lines with another of the trunk lines. 

We do not here state which trunk lines the New England 
lines should consolidate with, though it seems to us at present that 
the New Haven should gowith the Pennyslvania and the northern 


New England lines with the New York Central, or the Delaware 
& Hudson. 


THE REPORT OF THE MINORITY MEMBER OF THE 
SPECIAL RAILROAD COMMITTEE OF THE COUNCIL. 


Tue Boston Society of Civil Engineers has been asked to 
give its advice to the New England Railroad Committee which - 
is now studying our transportation problem. 

The New England Railroad Committee was appointed by 
the Governors of all the New England States for the specific 
purpose of studying and reporting to their respective Governors 
the proper solution of the New England railroad problem under 
the National Transportation Act. The duty of this most unusual 
joint committee is to advise the New England Governors as to the 
proper method of rehabilitating and operating our railroads. It 
is also the duty of this committee to advise as to how the interests 
of New England shall be protected in the grouping of railroads 
required by the National Transportation Act. ee 

The correct solution of this problem is of more importance 
to the future prosperity and life of New England than any other 
economic problem which has arisen during the last fifty years. 

I cannot agree to the conclusion of the majority report of 
your committee. The conclusion is as follows: 


‘For the reasons herein stated the committee has reached the con- 
clusion that the plan of consolidation, so far as concerns the New England 
roads, should provide for the consolidation of the New Haven with one 
of the trunk lines and of the other independent New England lines with 
another of the trunk lines.” 


Although the majority report does not state which trunk 
lines the New England lines should be consolidated with, it ad- 
vances the suggestion that the New Haven should go to the 
Pennsylvania and the Northern New England lines to the New 
York Central or the Delaware and Hudson. | 

I, therefore, beg to submit for consideration the following 
minority report and recommendation in regard to the solution 
of the New England railroad problem: 

The present conditions affecting the New England railroads 
are more abnormal than those affecting roads in other parts of 
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the country. Up to within a few years our railroads were among 
the most prosperous in the United States. Due to conditions 
about which it is now futile to argue, they reached the state of 
being either actually or substantially bankrupt. One of them has 
already shown marked improvement in its condition, and all of 
them have apparently reached the turning point in their affairs. 

Official records of the quality-of service rendered by the 
New England railroads during 1922 show that up to July 1, 
the New Haven and Boston & Maine service was of substan- 
tially the same quality as that of the Boston & Albany in regard 
to trains being on time and complying with schedules. In the 
previous few years the service of the New Haven and Boston 
& Maine was not as good as that of the Boston & Albany. It 
is significant that from January 1, to July 1, 1922, the New Haven 
and Boston & Maine were fast working out of their operating 
difficulties, when the shopmen’s strike took place and compli- 
cated matters. 

Our New England railroad problem is specific, definite and 
local. “The only question in regard to our railroad situation which 
is not subject to debate is, that we need to increase the capacity 

-of our railroads and improve the service. 

The control of our transportation system is the control of 
our industrial and commercial life. The majority report asks 
us to advocate the surrender of that control irrevocably to in- 
terests outside of New England. 

What shall be done under the present National Transporta- 
tion Act with the New England railroads is the problem before 
the Railroad Committee of the New England Governors. Only 
two plans for the solution of our transportation difficulties have 
as yet been widely advanced. These plans are as follows: 

: First: Combining all the independent railroads in New England 
into one system, a New England Consolidated System. 


Second: Consolidating the various New England railroads with one 
or more of the Trunk Line systems. 


A New England Consolidated System would include all the 
New England lines, except the Boston & Albany, which is leased 
and operated by the New York Central Railroad, and that part 
of the Grand Trunk Railroad located in New England. 
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Nearly all advocates of the second planadmit the desirability, 
and, generally, their preference for the first plan, but claim that 
the proponents of the first plan are not definite enough regarding 
the details of their plan. The advocates of Trunk Line control 
advance no more definite or workable plan than those advocating 
a New England Consolidated System. The experiment of the 
Trunk Line consolidation is much more dangerous and unsound 
from a New England standpoint than that of a New England 
Consolidated System. 

What assurance have we that the trunk lines are willing 
to take over the New England systems at any price? It is per- 
fectly evident that the trunk lines would be eager to take over 
the New England lines, which have a real value of about 150 per 
cent. of the par value of their securities, if the consolidation can 
be effected on the basis of forty cents on the dollar, or thereabouts, 
which is the present stock-market value of the New England rail- 
roads. The trunk lines could then proceed to collect rates 
sufficient to give them a return, not upon the price they paid for 
the New England systems, but upon the real value as determined 
by the Interstate Commerce Commission. 

Under the Constitution of the United States there is no 
power which can compel the present holders of the ‘securities of 
the New England railroads to sell for less than the real value 
of their property. This real value has been determined, at least 
in an approximate way, by the Interstate Commerce Commission 
as about 40 per cent. above the book values as carried by the rail- 
roads, which are generally less than the par value of the securities 
issued. 

Furthermore, under the Transportation Act as it exists to- 
day, consolidations can take place only with the consent of the 
security holders. The only method by which security holders 
can constitutionally be forced to part with their property is by 
the exercise of eminent domain, and then only at a fair value. 

If our people decide at any time that they desire real control 
of their transportation system they can obtain it and hold it under 
a New England Consolidated system. This will be impossible 
if the plan suggested by the Trunk Line control advocates is 


adopted. 
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A consolidation of our railroads with the Trunk Lines at 
the present time must be upon the basis of a bankrupt sale. 
Should it ever be necessary to sell out our transportation system 
at bankrupt sale, it can still be done if a New England Consoli- 
dated System should fail. 

The contention of those suggesting Trunk-Line control 
that many lines in the West and that the transcontinental lines 
are not locally controlled or owned, is entirely separate and dis- 
tinct from the question we are now considering. 

The far West roads and the transcontinental lines, were 
built by adventurous outside capital for profit, both in the con- 
struction of the roads and for the builders to profit by the develop- 
ment of new lands. It should be noted particularly, that as that 
new country became settled, the absentee landlordism of the 
railroads in that part of the country was more and more unsatis- 
factory. Much of the demand for radical restrictive legislation 
in regard to railroads has come from the section where this method 
of financial control existed. 

The ideal condition for a public utility is, for those who use 
it to own it. The farther you get away from this condition in 
the direction of absentee landlordism, the more dissatisfaction 
you find among the users and the general public. The scheme 
that the Trunk-Line-control advocates are favoring is really the 
proposition of absentee landlordism as the solution of our present 
temporary troubles. 

We are now slowly working out of our present abnormal 
railroad situation. If we should advocate the Trunk-Line-con- 
solidation experiment, and it should be adopted, the future might 
well make us repent of our hasty and ill-conceived action, when 
it will be too late to remedy it. 

The more the arguments in favor of the Trunk-Line plan 
are analyzed, the more convincing are the arguments in favor of 
a New England Consolidated System. 

To advocate the surrender of the New England railroads 
to the trunk lines is, at the present time, to make a hasty 
decision upon the control of the most vital service rendered in 
our present industrial and economic life. It is advocating a 
vague, uncertain and irrevocable experiment based upon tem- 
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porary abnormal conditions. It is an admission that we in New 
England are not capable of maintaining and managing our 
railroad system. New England brains, initiative, financial 
resources and business acumen, about which we have prided 
ourselves for so many years have not gone to seed. 

Before accepting the Trunk-Line plan, which once put 
through is irrevocable, the safer method of a New England Con- 
solidated System should be given a practical trial. 

Let us now consider some of these arguments in detail. 


Wuy SHOULD THE TRUNK LINES DESIRE THE ABSORPTION OF 
THE NEW ENGLAND LINES? 


There has been no public statement from the trunk lines 
in regard to the terms under which they would be willing to ab- 
sorb the New England railroads. Why should we, therefore, 
advocate the sale of our New England railroads to the Trunk 
Lines under present abnormal conditions? It may well be that 
the real nub of the agitation directed toward Trunk-Line control 
is the following fact: 

In the 1920-rate-increase case it developed that the pre- 
liminary valuations made by the Interstate Commerce Com- 
mission of the trunk lines located in the northeastern section 
of the country, excluding the New England lines, showed that the 
trunk lines were about $400 000 000 short of their book values. 
The Commission proceeded to take into account the actual value 
of the railroad properties. It was, therefore, necessary for the 
trunk lines, in order to justify their demand for increased rates, 
to include the New England railroads in their rate-making 
district. The reason for this was that the valuations of the 
New England railroads were found by the Interstate Commerce 
Commission to be more than $200 000 000 in excess of their book 
values. 

The managers of the New England railroads, not having a 
common policy, or consolidated system, did not insist, while this 
case was being heard, in having the decision of the Interstate 
Commerce Commission contain a proper allocation of the through 
rates as between the various railroads rendering the service. 
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The roads in this rate-making group were allowed to increase 
their rates sufficiently to collect between 53 per cent. and 6 per - 
cent., or approximately, $12 000 000 per year, upon the excess 
value of the New England railroads. Our roads, however, have 
not, as yet, been able to get from the trunk lines a sufficient 
proportion of the increased through rates to allow some of them 
to pay even their fixed charges. 

It is inconceivable that such an unfair trade could have been 
put through, if there had been a New England Consolidated 
System. 

Outside the vast volume of traffic originating or terminating 
in New England, the inducement for the trunk lines to take 
over any or all of our railroads is their financial structure. The 
surplus valuation of our railroads amounting to more than 
$200 000 000 belongs to the owners of these roads, whether they 
be in New England or elsewhere. Under the Constitution and 
laws of the United States there is no question as to the owner- 
ship of this surplus, or of the right of its owners to collect a rea- 
sonable return upon it. Thus the claim that the New England 
railroads are fundamentally weak financially is unsound. 

What the New England railroads are suffering from is a 
temporary loss of earning power due in large part to an insuff- 
cient return from through rates. 


SOMETHING For NOTHING 


The claim that it will be necessary, if we have a New Eng- 
land Consolidated System, to increase rates which are already as 
high as the traffic will bear, and that by consolidation with trunk 
lines this will be avoided, is unsound. This contention is based 
upon the human desire to obtain something for nothing. Such 
attempts over a long enough period always result in disaster to 
those who hope to obtain relief in this way. 

The advocates of the Trunk Lines claim that if their plan 
is adopted the trunk lines will supply large amounts of capital 
needed to increase the facilities and equipment of the roads opera- 
ting in New England. There is no conceivable reason to expect 
that any trunk line absorbing our railroads would use their 
present surplus earnings to do business in New England _at less 
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than cost. This proposition of the Trunk Line advocates is a 
Utopian argument without basis in fact. 

If the trunk lines can obtain the New England railroads, 
they will pay as little for them as they can get the present security 
holders to accept, and, under the present conditions, our security 
holders would be forced to assume the humble position of a bank- 
rupt. After consolidation, the trunk lines would proceed to 
charge rates based upon the real value of the property owned by 
them, as they would be legally entitled to do, and not upon the 
price they paid for our railroads. 

New England would have no other recourse than to pay the 
charges demanded and comply with such regulations as were 
laid down by the trunk lines, subject only to the supervision of 
the Interstate Commerce Commission. 

In our endeavor to obtain temporary relief from the present 
annoying situation we should not accept absentee landlordism 
of our railroads, and irrevocably lose control of the arteries of 
our industrial and commercial life. 

Our shippers and users of transportation service will ulti- 
mately be obliged to pay for putting these railroads in whatever 
improved condition is necessary. 


CONTROL VS. CONSOLIDATION. 


The advocates of Trunk-Line control cite as protection for 
New England’s interests, after the consolidation has been effected, 
the decision of the Interstate Commerce Commission in the case 
where the New York Central asked to be allowed to control the 
Chicago Junction Railroad. 

In this case the Interstate Commerce Commission gave its 
consent to control by the New York Central but imposed seven- 
teen conditions to protect certain interests before granting the 
petition of the New York Central : 

This case was one of control and not of consolidation. If 
the New York Central Railroad does not live up to the condi- 
tions imposed by the Interstate Commerce Commission, its 
control can be terminated. sli 

The proposition we are facing is that of consolidation and 

not control. Whether consolidations work well or not they can 


not be undone. 
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PusLic INTEREST 


Let us now consider ‘‘ public interest.” Those advocating 
the plan of Trunk-Line control repose their faith for the protec- 
tion of the future interests of New England in the clauses of the 
Transportation Act which allows and commands the Interstate 
Commerce Commission to protect the “ public interest.” 

An ideal Interstate Commerce Commission would be one 
which recognized no local ‘“‘ public interest ’ but only considered 
and protected the broad, national “ public interest.” Such a 
board, ideally constituted, would be forced to consider whether 
the ‘‘ public interest ’’ requires our cotton mills to remain in 
New England or move nearer their sources of raw materials and 
power. It would be the duty of this Commission also to consider 
whether our shoe industry, our brass industry, and many of our 
other industries should not likewise move nearer their sources 
of raw materials and power. In fact, one of the duties of this 
commission would be to prevent unnecessary and cross-hauling on 
the railroads. 

Since writing the above I have found an article written last 
November by the Chairman of the Interstate Commerce Com- 
mission, Mr. McChord. The chairman of a commission by-and- 
large must reflect the opinion of his commission. Mr. McChord 
says: : 

“What is needed in this country is a wider diffusion of manufactur- 
ing industries and the local supply of the necessaries of life. Products 
of our factories are distributed throughout the land but under circum- 
stances of such economic waste as to admit of radical change. . . . The 


most important matter just now, however, is the part our railroads should 
play in the re-adjustment that must be made in our economic and indus- 
trial conditions. 

“ As before noted it has come about that the large part of our manu- 
facturing is done in our cities. The greatest manufacturing cities of the 
nation, considering the variety and quantity of production, are Chicago 
and Philadelphia. Southern New England has developed into a succes- 
sion of manufacturing cities. . . . : 

“ There are many considerations that dictate a relocation of our manu- 
facturing industries. In the first place, it costs more to do business in a 
city than in the country. Land values and costs of construction of plants, 
taxes, etc., constitute charges that must be met from earnings. It costs 
more to live in the city than in the country. A lower wage payment in 
the country than in the city would enable the workman to secure more 
comforts of life, to clothe his family better and educate them more ade- 
quately. Jf the factory is located near the raw product there is saving in 
transportation costs which will be reflected in net earnings. . 
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‘‘ The opportunity to do a manufacturing business at a profit should 
be afforded at any point in the country. . . . 

“A new era is at hand. The carriers of the country for the future 
are to serve the public interests.”’ 


This is the natural and logical conclusion for the system of 
control which has grown up and strangled our railroads during 
the last several years. First, rates were fixed in the interest of 
shippers. Then wages were fixed in the interest of employees.. 
The result of these attempts at control left the railroads without 
sufficient earnings. Under these conditions capital was not at- 
tracted to the railroads for investment, even to the extent of 
allowing certain roads to exist. Continuing our system of bureau- 
cratic control we are now attempting to have the Interstate 
Commerce Commission fix rates which will give a living wage to 
capital invested so that the present stagnation in the transporta- 
tion industry in this country will be broken and we may have 
sufficient transportation facilities to meet our growth as a nation. 

The policy expounded by the Chairman of the Interstate 
Commerce Commission, however, is to keep our transportation 
system from growing, and to adjust the industrial and commercial 
life of the country to an inflexible transportation system. 

It is our duty therefore, to consider the interests of New 
England rather than the broad, theoretical administration and 
rearrangement of our country’s industries, valuation and popula- 
tion by a bureaucratic control centralized in Washington. 

In the past under the workings of natural economic laws, 
whatever were the sins of our railroads, we had the growth and 
development of a railroad system that was the wonder of the 
world. 

Governmental control or political interpretation and en- 
forcement of “‘ public interest ’’ has superseded the free play of 
the economic laws. Such control has not as yet encouraged the 
growth of our railroad system or improved the service. 


COMPETITION 


The advocates of the Trunk Line consolidation refer to 
clauses in the Transportation Act which provide for the mainten- 
ance of competition for two arguments: 
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First, that a New England Consolidated System would be 
in violation of the competition required under the Transportation 
Act. This is unsound as at present there is very little compe- 
tition in New England for intra-New England business. The 
competition existing in New England today is for through 
business. With a New England Consolidated System there 
would remain the competition of the Boston & Albany line of the 
New York Central and the Grand Trunk Lines of the Canadian 
system. 

Second, Trunk Line advocates claim that real competition 
is maintained under the Transportation Act by competing in 
service. This competition provided for is so feeble and artificial 
that it hardly comes under the head of competition. 

You can destroy competition by governmental edict but 
you cannot create it by the same power. Competition is created 
by personal initiative with the incentive of greater profit. The 
Transportation Act destroys greater profits by fixing rates and 
limiting profits. 


RATES 


It is claimed that it will be necessary to increase rates if we 
should have a New England Consolidated System. It is also 
claimed that railroad rates affecting this part of the country are 
as high as the traffic will bear, and that by a consolidation of our 
lines with the trunk lines such a rate increase will be unnecessary. 
These claims are unsound, because if the through rates are now 
fair rates they cover the cost of the service rendered and our rail- 
roads are being deprived of their fair proportion. On the other 
hand, if the present rates are not fair in that they do not cover 
the cost of service, they will in any case be eventually raised to 
that level. Service by railroads cannot be obtained over a con- 
siderable period below the cost of rendering that service. If 
our railroads are consolidated with trunk lines, the rate between 
any two points must in the long run be the cost of service outside 
of New England, plus the cost of service within New England. 

The rate structure of the railroads of the country is so in- 
volved that the Federal Railroad Administration during the war 
and the Interstate Commerce Commission during the past few 
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years have been allowing increases and decreases, generally speak- 
ing, on a flat percentage basis. 

Honorable Herbert Hoover, who is supposed to have some 
faculty for understanding economic questions, says in his report 
as Secretary of Commerce for 1922: 


“The management of our principal railways today by all the tests 
of administration, of load factors, of mechanic efficiency, etc., is the most 
efficient transportation machine in the world. In so far as it is not limited 
by causes beyond the managers’ control. . . . We have tried uncon- 
trolled operation; we have tried negative regulation; we are now trying 
positive regulation. . . . There can be no question that action in some 
direction is imperative if industry and commerce are not to be further 
strangled by a shortage in transportation. We must have increased 
transportation if we are to maintain our growing productivity.” 


Again Mr. Hoover says in the same report: 


_ The tangled skein of rates seems a mesh in which there is so per- 
sistent resistance against every constructive proposal that we are incapable 
of rescue except by some complete departure in courage.” 


In the coming readjustment of freight rates to be made 
probably by the Interstate Commerce Commission, or its succes- 
sor, the fundamental basis must be the cost of service. There- 
fore, it will make little difference in through rates to and from 
New England whether we have a New England Consolidated 
System or one controlled by the Trunk Lines. 

If the through rates as at present established by the Inter- 
state Commerce Commission are fair rates based upon the cost 
of service, the principal trouble of the New England railroads 
at the present time is the failure to obtain an equitable share of 
the rates collected for this business. 

There is nothing indicated by the facts that if it should be 
necessary to increase the rates affecting New England that our 
traffic cannot stand it. In the first place, up to within the past 
few years the traffic of New England has been able to pay enough 
to operate the railroads here and bring a reasonable return to the 
investors. 

In the second place, the United States census of 1920 shows 
that the value of manufactured and farm products of New Eng- 
land for the year 1919 to be $7 588 981,000, while the total operat- 
ing revenues of our railroads amounted to $246 755 000 or 3 per 
cent. of the value of the manufactured and farm products. 
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The report of the Joint Committee on Agricultural Inquiry 
for Congress shows that the railroads collected during the same 
period in the whole country 6.9 per cent. of the wholesale value 
of all products of the United States. The density of population 
along the New England lines is greater than the average of the 
whole country. Therefore, we should naturally expect the trans- 
portation tax to be less in this section than in the more sparsely 
settled regions. If the products of the country as a whole can 
bear a transportation tax of 6.9 per cent., it is absurd to say that 
New England products cannot stand more than 3% per cent. 
An increase of the revenues of the New England railroads equal 
to one-half of one per cent., or a total of 33 per cent., upon the 
total value of the manufactured and farm products of New Eng- 
land would be more than ample to financially rehabilitate our 
railroads. 

An increase in New England rates is not desirable nor prob- 
ably necessary. In a broad way intra-New England rates are 
high enough now to be profitable. Our railroads now receive 
50 per cent. of their entire revenue from traffic which originated 
and terminates in New England. This amounts to only about 
20 per cent. of their total tonnage movement. The remaining 
80 per cent. of their volume of business carried under through 
rates brings in about 50 per cent. of their revenue. 

If the trunk lines acquire the New England railroads and 
the through rates are too low, they will be increased, as the trunk 
lines are more interested in through business than intra-New 
England business. Therefore, it is fair to assume that they 
would increase through rates but there is no likelihood that they 
would decrease intra-New England rates. as 

In regard to routing of shipments under Trunk-Line control, 
our shippers would not receive the same consideration and would 
not be allowed the same choice of routes that now exist. Our 
redress and protection would come from the Interstate Commerce 
Commission and then only under the clause of ‘‘ public interest.” 

On the other hand, the management of a New England 
Consolidated System would have at their disposal such a volume 
of valuable traffic and through freight that there would be little 
or no difficulty in persuading the various outside lines connect- 
ing with New England to bid for it. 


ver Vo 


toe, 8 


— Ye ee 
‘ 


REPORT OF MINORITY MEMBER OF COMMITTEE. 173 


A New England Consolidated System could and would be 
more apt to try to obtain the routing our shippers desire. 

The fear expressed by some of the Trunk-Line advocates 
that the trunk line would embargo or discriminate against New 
England business if we had a New England Consolidated Sys- 
tem, is unnecessary. In the first place, the trunk lines are run- 
ning their railroads to get business, and, in the second place, only 
the weak are discriminated against by the strong. New Eng- 
land is only weak when it admits it.. 

There is no question under the Constitution and laws of the 
United States in regard to the owners of a public utility being 
entitled to charge rates sufficient to bring in a fair return upon 
the real value of their property used by the public. 

We cannot, therefore, dodge our liability to pay rates which 
are sufficient to give a reasonable return to the owners of the 
property, whoever they may be, as rates lower than that are 
confiscatory. 

Under a New England Consolidated System there would be 
much less likelihood of our being forced to pay to the last farthing 
what the owners of this property are legally entitled to collect. 
The management of a New England Consolidated System would 
be largely New England men with their own local interests to 
consider, which would be affected detrimentally by excessive 
transportation charges. Trunk-line directorates without any 
New England interest, except that of their road, might view the 
matter from a different standpoint. However, if a New England 
Consolidated System should collect as much as outside interests 
would collect, at least that money would be largely in the hands 
of New England people. 


MANAGEMENT AND FINANCES. 


Some Trunk-Line advocates hold out the inducement of 
savings in operating costs to be obtained by having our railroads 
becoming a part of a very large system. There is increasing 
evidence that many of the very large consolidations which have 
taken place in this country in most industries, do not supply the 
consumer at lower cost than their smaller competitors. There 
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seems to be plenty of opportunity at present in those industries 
where there have been large consolidations, for the smaller com- 
petitor, who can obtain his raw materials, to do business at a 
profit. 

Many lines of industry show that the larger concerns are 
burdened with a higher overhead and managerial expense than 
their smaller but more efficient competitor. The management 
of a very large railroad, which is to a large extent in the board of 
directors, cannot have that close touch with local interests or 
with the labor employed on its road which is very essential for 
efficiency and for a satisfied public along its lines. 

Most of the advocates of the Trunk Line consolidation plan, 
however, admit that the present management of our New England 
railroad system is reasonably efficient. If this is not so, the man- 
agement is human and can be changed. 

The proponents of the Trunk Line scheme claim that if 
consolidation with the trunk lines is effected there will be main- 
tained responsible operating officials who will render efficient 
service to New England. On the other hand, these same advo- 
cates claim that the problem we are faced with is that of financial 
rehabilitation, and that the New England railroads need large 
amounts of money spent upon them for additional facilities and 
equipment. It would be immaterial whether or not the trunk 
lines maintained the most efficient operating officials in New 
England, if our problem is financial and not operating, as financial 
control would be in the hands of those in other states. 

If the statement of the advocates of Trunk Line control, 
that what we need is the financial rehabilitation of our railroads, 
is sound, they propose to obtain it by removing financial control 
entirely and irrevocably outside of New England. 

Should a New England Consolidated System prove unsound 
in operation, we still have the opportunity which we have at 
present of selling our transportation system at substantially 
bankrupt prices. On the other hand, if our people decide that 
they desire real control of their transportation lines and not 


‘absentee landlordism,” they can obtain it under the New Eng- 
land-consolidation plan. 
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New England has been the source of initiative and capital 
to develop transportation and industries for others. The time 
has not yet come when it is necessary for us to go outside and 
invite others to come in and handle our most vital public service. 


NEw ENGLAND PROVINCIALISM 


The argument, as advanced by those advocating control 
of the New England railroads by the Trunk Line system, that 
New England is provincial and should be bound to the rest of 
the country by bands of steel is an unwarranted statement and 
not an argument regarding railway consolidation. New England 
is already linked and bound to the rest of the country by bands of 
gold, as is evidenced by the increased amount of money, collected 

by Federal taxation, which flows from us to help support the less 
' prosperous parts of the country. New England money built 
much of the rest of the country, and we are securely bound to 
the rest of the country by ties of blood which are inseparable. 
The consolidation of our railroads with trunk lines would in- 
crease the flow of money away from New England by allowing 
outside interests to tax us for a return upon the entire investment 
in our New England Roads purchased from us at bankrupt sale. 

In regard to the statement that we are provincial, I would 
call your attention to the similarity in reasoning necessary to 
arrive at this conclusion to the reasoning of those who claim that 
all nationalists are provincials and therefore should become 
internationalists. 


CONCLUSIONS 


In conclusion to summarize: : 
1. An industry, whether public or private, is entitled as 
a condition of performing service under honest, efficient and 
economical management to be permitted to earn a fair return 
upon the value of the property devoted to public service. 
2. The value of the New England railroads is in excess of 
_ the aggregate par of their stocks and bonds. 
3. A fair return upon this value will restore credit. 
4. Anything less than a fair return is confiscation. 
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5. The Transportation Act provides for this fair return in 
such groups as the Interstate Commerce Commission may 
establish. 

6. The Commission has reserved latitude to modify or 
adjust any particular rate within each of the groups. 

7. The Commission has the power to determine the divi- 
sion of joint rates between railroads, whether within or without 
the groups. 

8. The Commission is required to settle all questions in 
the national ‘‘ public interest,’ not protect any local public 
interest. , 

9. The likelihood of a change in policy of the Federal 
control of railroads by allowing individual incentive and ini- 
tiative to again operate. 

10. If the New England roads are consolidated with the 
Trunk Lines, the consolidation is irrevocable. 

11. If the New England lines are grouped into a New Eng- 
land Consolidated System and should this plan prove unsuccess- 
ful, it will still be possible to consider consolidation with a trunk 
line other than the New York Central. 

12. The principal railroads in New England are not weak 
roads. They do a large business in a densely populated terri- 
tory. They are conservatively financed. The policy of com- 
bining so-called weak and strong roads does not really apply to 
them. 

13. If the Interstate Commerce Commission performs the 
duty imposed upon it of fixing rates upon the real value of the 
property and the cost of operation, the rates charged under a 
New England Consolidated System would be the same as those 
charged under a Trunk Line Consolidation. 

If the present through rates are fair rates the New England 
railroads are being deprived of their fair proportion, -as their 
share of these through rates does not cover the cost of service. 
On the other hand if the present through rates are not fair in 
that they do not cover the cost of service they will, under any 
consolidation, be eventually raised to cover the cost of service. 

14. A consolidation as suggested by Mr. Oldham or the 
Associated Industries cannot produce any more transportation 
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or bring in more business, but it does introduce the problem of 
absentee landlordism of our railroads. 

15. The consolidation as suggested by the Trunk Line ad- 
vocates can only result in restricting the present routing of freight 
and reducing the number of routes available to our shippers. 
The Trunk Line consolidation would deprive New England of 
the alternative routes which its shippers now have, when they 
reach the Hudson River. This routing privilege would be re- 
tained under a New England Consolidated System. 

The Interstate Commerce Commission has no right to com- 
pel a railroad to short-haul itself and this applies to a consolidated 
railroad which does not, after being consolidated, make through 
routes and joint rates. It is not to be believed that a new trunk 
line consolidated road would make routes or rates which would 
deflect traffic away from the long haul over its new consolidated 
line. 

Therefore, it follows that New England would be deprived 
of its present opportunity of selecting routes west of the Hudson 
River, and the Commission would have no power to correct 
the situation. 

Furthermore, the Interstate Commerce Commission has 
repeatedly laid down the principle that it has no power to prevent 
a cancellation of through rates, if it could not have originally 
required the establishment of the route. 

16. New England should retain its railroads, not only be- 
cause it has the financial ability to do so, but because it is more 
dependent upon transportation than almost any other part of 
the United States. 

17. A New England Consolidated System should materially 
reduce the present operating costs. 

The control of our transportation system is the control of 
our industrial and commercial life. Therefore, the proper solu- 
tion of the problem of how to group the New England railroads 
is of the most vital importance to every one in New England. 
Consolidation at the present time of our railroads with the trunk 
lines would be selling control of our transportation system at 
bankrupt sale to interests outside of New England. We cannot 
afford to part with the control of our transportation at any price. 
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Under the Transportation Act those fortunate enough to obtain 
possession of our roads could tax the users of them upon the full 
real value. The real value of our railroads as preliminarily de- 
termined by the Interstate Commerce Commission is about three 
times the present stock market value of their securities. 

The public regard engineers as experts in this matter. We 
must, therefore, regard the fundamental and practical aspects 
of the entire situation and justify the great public confidence 
reposed in us. We must not place ourselves upon record as ad- 
vocating a theoretical plan of Trunk Line Consolidation which 
does not offer any concrete relief or guarantee protection for 
New England’s interest. 

I am, therefore, forced to the conclusion that the sound 
solution of our New England Transportation Problem is a New 
England Consolidated System and that the Boston Engineering 
Society should recommend such a grouping to the New England 
joint committee on railroads. 
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ACTIVITIES OF THE FEDERATED AMERICAN 
ENGINEERING SOCIETIES. 


INCREASED activities by the Federation are the result of the 
Annual Meeting of the American Engineering Council. This is 
manifested in the many speaking engagements of the officials, 
especially the Executive Secretary who has responded to twelve 
requests to address engineering organizations since January 10, 
and in point of service to the profession activities have expanded 
materially both in number and importance. It is especially 
pleasing to note that many new organizations are taking form 
and in several cases the Federation has been called upon to assist - 
in the organization work. 

The Annual number of the Bulletin was sent to every member 
of the member-organizationsin February. ‘This action was taken 
as a means of acquainting the individual members with the prog- 
ress of the work for the past year. 


InN CONGRESS 


The. closing days of Congress found the National Capitol 
tense with enthusiasm for passage of many important pieces of 
legislation. The engineers had manifested an interest in a num- 
ber of bills which were being closely followed by the Federated 
American Engineering Societies. Notable among these was the 
bill providing for reclassification and change in compensation 
of practically every engineer in the government employ. The 
Committee on Classification and Compensation of Engineers 
and the Patents Committee did splendid work during the last 
days of Congress, and it has been stated that they assisted very 
materially in the final passage of this legislation on the day be- 
fore Congress adjourned. On the National Hydraulic Labora- 

79 
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tory matter they were instrumental in having the bill reported 
out of committee, so it is probable that early action can be taken 
in the next session of Congress. In many measures that failed 
for lack of time the interests of the engineers were upheld, such 
as the bill to provide an improved status for Sanitary Engineers, 
the Mining Code, Government Reorganization in its relation 
to a National Department of Public Works, Reforestation Legis- 
lation, the Topographical Mapping bill and many others of minor 
importance. 

The President was to have made three appointments to 
offices in the Executive Departments in Washington, where it 
was thought that technically-trained men could serve to the best 
advantage. For the Department of Interior, he was advised 
that in addition to an administrator, he should have as a member 
of his official family, a man who could evaluate the technical 
principles and operations involved in the work of this department. 
The Civil Service Commission which passes upon the qualifica- 
tion of many technically-trained men does not number among 
its membership a man of technical training. The Assistant 
Secretary of War should logically be a technically-trained man 
also. In no case was the office sought for any individual but 
simply for men of special training, but the President failed to 
make the appointments as requested. / 


ACTIVITIES IN THE EXECUTIVE DEPARTMENTS 


With the adjournment of Congress and the consequent let- 
down in legislative matters, the Federation turns its attention in 
Washington to the activities of the departments. 

The chairman of the United States Coal Commission stated 
that he would like to have the Federated American Engineering 
Societies inform the engineers of the country that the Coal Com- 
mission was depending upon them, and that the engineers could 
render valuable assistance by recommending and providing, so 
far as possible, for purchase and storage of coal early in the sea- 
son. In accordance with this suggestion a communication was 
sent to each member-society, suggesting that it give attention 
to this important matter. 
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Coal storage is recommended as a subject for a special study 
by engineers and asa result of this recommendation the Executive 
Board has passed upon a general plan for such a study. 

If the study is entered into, it will aim to assemble the many 
fundamental facts and data that have already been arrived at. 
When a working plan has been evolved they will study the re- 
quirements of all industrial and domestic users and earnest effort 
will undoubtedly be made to see that the savings are actually 
effected. 

When the Special Congressional Committee reported its 
plan for Government Reorganization to the President, and he in 
turn reported it to Congress, the Federation immediately took 
up its interests which had previously been established in its efforts 
to secure the amalgamation under a technical head of all engineer- 
ing functions of the Government. Accordingly a strong commit- 
tee has been appointed to see that Government Reorganization as 
it relates to engineering matters is done so that it will conform 
to the engineer’s idea. This committee with J. Parke Channing 
as chairman and Philip N. Moore as vice-chairman, has already 
taken up its work in an aggressive manner. 


EXECUTIVE BOARD MEETING IN CINCINNATI 


- 


Many important matters came before the Board at its meet- 
ing in Cincinnati on March 23 and 24. They considered an in- 
vitation extended to some American engineering organizations 
to codperate in the technical, scientific and financial organiza- 
tions of Great Britain and other countries in the proposed “ First 
World Power Conference ’’ to be held in 1924. A request was 
_ received to advise with the members of the department of Me- 
chanical Engineering of Columbia University and representatives 
of other engineering societies, regarding a proposed course of in- 
struction for engineering specialists. The material recently 
submitted to the American Engineering Council on Transporta- 
tion was further discussed. The rising construction costs and 
seasonal aspects of industry were considered from the engineering 
standpoint at the special request of the Associated General 
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Contractors of America and the National Lumber Manufacturers 
Association. Standard construction contracts came in for fur- 
ther discussion. 

Many important committee reports were read and acted on 
and appointments to committees were confirmed. 
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RE aS TIS 
MEMOIR OF DECEASED MEMBER. 


ROBERT CARTER PITMAN COGGESHALL.* 


ROBERT CARTER PITMAN COGGESHALL was born in New 
Bedford, April 20, 1849. He was the son of Thomas and Caro- 
line (Spooner) Coggeshall, being a direct lineal descendant in the 
eighth generation of John Coggeshall, who emigrated to this 
country from the town of Coggeshall, Essex, England, in Sep- 
tember 1632, and settled in Roxbury and Boston, and later be- 
came one of the founders of the city of Newport, R. I., and at 
the union of the four towns, Newport, Portsmouth, Providence 
and Warwick was made the first president of that colony. 

Mr. Coggeshall was named for the late Judge Robert Carter 
Pitman, an intimate friend of his father and mother. 

He received a primary education at a private school, entered 
the Friends Academy at New Bedford and later became a student 
at the Rensselaer Polytechnic at Troy, N. Y. 

He gave up the life of a student in the latter part of 1868 
to become a clerk in the New Bedford post office, where his father 
was postmaster. Five months later he accepted a clerkship 
at the Bay State Glass Works at East Cambridge. The engi- 
neering instinct was in him, however. As a boy it had sought 
expression, and he had in vacation periods found employment 
in the surveying department of the New Bedford Water Works, 
then first organizing and building the water system. In May, 
1872, he returned to New Bedford to become a draftsman, sur- 
veyor and general assistant to George B. Wheeler then super- 
intendent of the Water Department. In 1877 he was elected 
city land surveyor. At that time, as the city was small (26 000) 
this position did not require full time service. Mr. Coggeshall 
therefore built up a private engineering practice. 


* Memoir prepared by George H. Nye and Willard Kent. 
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Mr. Coggeshall entered upon the office of superintendent 
of the New Bedford Water Works and clerk of the Water Board 
on June 9, 1881. He continued in that position until April 28, 
1922, when he was retired on account of ill health. His business 
life literally covered the entire range of water-works activities 
in New Bedford from their very beginning until the date of his 
retirement, covering the growth of the city from 20 000 to 131 000 
population. During all this period he kept the water system 
well in advance of the growth of the city, showing great foresight 
in all his operations. 

The following is an extract from a resolution adopted by the 
New Bedford Water Board at his retirement :— 


‘In his retirement he leaves behind a record of efficiency 
and far-sightedness, which has few, if any, equals in the municipal 
service of any community in this commonwealth.” 


Mr. Coggeshall became a member of this society June 17, 
1885, and retained this membership throughout his life. He 
was also one of the founders of the New England Water Works 
Association in 1882, and has served both as president and secre- 
tary of that body and was made an honorary member February 
10, 1915. He was also a member of the American Water Works 
Association and of the Connecticut Society of Civil Engineers. 

Mr. Coggeshall was of a very genial and social disposition. 
He was very fond of companionship and made friends easily and 
retained them, so that his circle of acquaintances was very large. 

He was very much interested in the Masonic fraternity, 
being a member of Star in the East Lodge A. F. & A. M., Adoni- 
ram R. A. Chapter, New Bedford Council R. & S. M., and Sutton 
Commandery K. T. He was also a member of Acushnet Lodge 
I. O. O. F., and the New Bedford Encampment. He was an earn- 
est and active member of the First Congregational (Unitarian) 
Society where for years he rendered valuable service as a member 
of various committees, particularly on the Music Committee in 
which he was much interested as he himself was a talented 
musician. He was a member of the Wamsutta and Brook’s 


Clubs as well as a trustee of the New Bedford Five Cent Savings 
Bank. 
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He was an honor to this Society, and as a public official he 
always stood out as an example to the organization for his faith- 
ful, conscientious performance of duty. 

His able counsel and genial smile will be greatly missed not 


only at the meetings of this Society, but in many of the activities 
of his native city. 
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PROCEEDINGS 


MINUTES OF MEETINGS. 


Boston, March 21, 1923. — The seventy-fifth annual 
meeting of the Boston Society of Civil Engineers was called to 
order at 5.10 P.M. at the Boston City Club by the President, 
Dugald C. Jackson. 


The minutes of the previous meeting were approved as 
printed in the March JOURNAL. 


The Secretary reported for the Board of Government the 
names of those elected to membership. 


Members — Messrs. Whittemore C. Archibald, Daniel M. 
Harrington, William J. Keefe, Charles D. McCormack, Benjamin 
Naimon, Jonas Bernard Otterson, Laurence J. Phillips,* Elmer 
P. Rankin,* Lawrence G. Ropes. 


Juniors — Henry Francis Hill, Jr. 


The President announced that a special committee had 
prepared a memoir of Robert C. P. Coggeshall and that this 
would be printed in the JOURNAL. i 


The President announced that Affiliation meetings would 
be held on Wednesday, March 28, on fuel and power problems, 
and on Wednesday, April 25, on traffic and operation of the 
Panama Canal. In accordance with a recommendation of the 


-s- 


* Transferred from Grade of Junior. 
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Board of Government, the Society voted to omit the regular 
meeting of April 18 in order to increase the attendance at The 
Affiliation meeting of April 25. 


The Secretary announced the result of the letter ballot 
concerning an assessment equal to 10 per cent. of the dues for 
the ensuing year. Affirmative, 187; negative, 109. 


The annual reports were then taken up. 


The Secretary read the annual report of the Board of Govern- 
ment. 


The reports ofe the Treasurer, Secretary, Committee on 
Library, Committee on Social Activities, Committee on Licensing 
Engineers were then presented. 


In accordance with the recommendation of the Committee 
on Licensing Engineers, it was voted to continue that committee 
for the ensuing year. 


A report of the Tinkham Memorial Committee was pre- 
sented by the Chairman, Edward W. Howe, and in accordance 
with its recommendation, the Society voted that the matter 
be left in the hands of the Board with full power, and the com- 
mittee discharged. 


A progress report of the Committee on Sub-soils of Boston 
was presented by the Chairman, H. E. Sawtell. 


The President announced that these reports would be printed 
in the April JOURNAL. 


Prof. C. Frank Allen, the B. S. C. E. representative on the 
Zoning Advisory Committee of the Boston City Planning Board, 
spoke of the work which is being undertaken by that body. 


On motion of E. H. Rogers, it was voted that the incoming 
Board of Government be authorized to appoint such committees 
as it deems best. 


The Tellers of election presented their report of the election 
and in accordance therewith the President announced that the 
following officers had been elected for the ensuing year: 
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President — Frank M. Gunby. 

Vice-President (for two years) — Richard K. Hale. 

Secretary — John B. Babcock. 

Treasurer — Frank O. Whitney. 

Directors (for two years) — Arthur T. Safford, Dana M. 
Wood. 

Members of Nominating Committee (for two years) — 
George A. Carpenter, Horace H. Chase, Luzerne S. 
Cowles. 


The President announced that the Board of Government 
had awarded a copy of Clemens Herschel’s ‘‘ Frontinus and the 
Water Supply of Rome”’ to Arthur T. Safford for his work as 
Chairman of the Run-off Committee, the report of which was 
printed in the October, 1922, JOURNAL, and to George H. Nye 
for his paper on City Planning, presented in May, 1922, which | 
brought out an interesting discussion of this subject. 


The President then delivered his annual address on ‘‘ Why 
is the Boston Society of Civil Engineers?’’ which will be printed 
in the April JOURNAL. 

Frank M. Gunby, President-elect, was then introduced and 
spoke briefly on his appreciation of the honor conferred upon 
him, and his aims for the Society for the coming year. 


‘The business meeting thereupon adjourned and the mem- 
bers attended the supper and entertainment provided by the 
Committee on Social Activities. 


There were 170 members and guests present. 


Adjourned at 10.15 P.M. 
J. B. Bascock, Secretary. 


Boston, March 7, 1923. — The annual meeting of the Sani- 
tary Section was held on the above date at the Copley Plaza 
Hotel. The meeting was called to order at 5.30 P.M. by the 


_ Chairman, Arthur D. Weston. 
The minutes of the previous meeting were read and approved. 
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The annual report of the Executive Committee was read 
and accepted. 

The Nominating Committee submitted the following 
nominations for officers for the next year: 


Chairman — John P. Wentworth. 
Vice Chairman — Dana M. Wood. 
Clerk — Harrison P. Eddy, Jr. ; 
Additional Members of Executive-Committee — 
Thomas F. Bowes. 
Ralph W. Loud. 
William P. Morse. 


It was moved, seconded and passed that one ballot be cast 
for the nominees mentioned in the above report. 

Following the business a paper entitled ‘‘ Engineering and 
Public Health ”’ was read by Mr. M. N. Baker, Associate Editor, 
Engineering News Record. 

At the close of the meeting it was moved, seconded and 
passed that a rising vote of thanks be given to Mr. Baker for 
coming to Boston and reading his paper. 

Attendance — 27 members and guests. 


HARRISON P. Eppy, Jr., Clerk. 


Boston, March 14, 1923.— The annual meeting of the 
Designers Section was called to order at 6.12 P.M. by the Chair- 
man, Arthur L. Shaw. 

The report of the previous meeting was read and accepted. 

The report of the Nominating Committee was read and 
accepted. It was moved that the Clerk cast one ballot electing 
the officers nominated. Motion unanimously carried. 

The Clerk cast one ballot electing the following officers: 


Chairman — Walter W. Clifford. 
Vice Chairman — J. Stuart Crandall. 
Clerk — Waldo F. Pike. 
Executive Committee — 

Edward H. Cameron. 

Hale Sutherland. 

Philip W. Taylor. 
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The annual report of the Executive Committee was read. 
It was moved that the report be accepted and transmitted to the 
Secretary of the main society. Motion carried. 

The subject for the meeting was ‘‘ Elements of Floating 
Dock Design ” by J. Stuart Crandall, Treasurer of The Crandall 
Engineering Company of East Boston. Mr. Crandall outlined 
many different types of floating dry docks illustrating his talk 
with lantern slides. He touched on the fundamentals of design, 
describing several faulty designs that he has investigated. 

A discussion followed the paper and a model of a dock of the 
type developed by The Crandall Engineering Company was 
exhibited. 

Following the discussion Mr. Arthur L. Shaw, the retiring 
Chairman, spoke briefly, thanking the officers and members of 
the Section for their codperation during the past year, and turned 
the meeting over to the new Chairman, Mr. Walter W. Clifford. 

There were 25 members and visitors present. The meeting 


adjourned at 7.25 P.M. 
WALDO F. PIKE, Clerk. 


ANNUAL REPORTS. 


REPORT OF THE BOARD OF GOVERNMENT FOR THE YEAR 1922-1923. 


Boston, March 21, 1923. 
To the Boston Society of Civil Engineers: 
Pursuant to the requirements of the By-Laws, the Board of Government 
presents its report for the year ending March 21, 1923. 


Membership. 


During the year 13 members have resigned, 31 have forfeited member- 
ship for non-payment of dues, 2 juniors have lost membership because of age 
limit, and 8 have died, making the total deductions 54. 

Seventy members in all grades have been added during the year, of whom 
4 were former members reinstated, and 5 juniors have been transferred to 
grade of member. 

The present membership of the Society consists of 7 honorary members, 
795 members, 84 juniors, 28 associates, and 4 members of Sanitary Section 


only, making a total membership of 918. 
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Deaths. 
The loss by death during the year has been 8, as follows: 


William Nelson, March 13, 1922. 

Will B. Howe, April 1, 1922. 

Andrew M. Lovis, April 25, 1922. 

William F. Morse, September 15, 1922. 
Robert C. P. Coggeshall, October 20, 1922. 
Lawson B. Bidwell, November 19, 1922. 
Carl B. Reed, December 29, 1922. 

Frank W. Hodgdon, January 26, 1923. 


Remission of Dues. 


Under authority of By-Law 8, the Board of Government has remitted 
the dues of 3 members. 


Regular Meetings. 


Eight regular meetings have been held during the year, and an inspection 
trip to the fortifications in Boston Harbor and shore dinner at Pemberton 
which took the place of the regular meeting in the month of June. The 
regular meeting in November was omitted on account of the first meeting 
of The Affiliated Technical Societies of Boston on November 23, 1922, on 
“Commercial Aviation.”’ 


The average attendance at these meetings was 135, the largest being 250 
and the smallest 60. 


At these meetings papers and addresses have been given, or special dis- 
cussions held, as follows: 


March 15, 1922.— Address of the retiring President, Robert Spurr 
Weston, ‘‘Some Engineering Practices and Ideals.” 

April 19, 1922. — Regular meeting. Adjourned to meet April 26, 1922. 

April 26, 1922, — Adjourned meeting. Joint meeting with the North- 
eastern Section of the American Society of Civil Engineers. Subject — 
‘‘ Universal Form of Contracts.” Papers were presented by William Stanley 
Parker, Chairman of the American Institute of Architects Committee on 
Contracts; Arthur W. Dean, Chief Engineer, Division of Highways, Depart- 
ment of Public Works, Commonwealth of Massachusetts; Frank M. Gunby, 
Engineering Manager for Charles T. Main, Engineer; and Arthur C. Tozzer, 
Vice-President and General Manager, Turner Construction Co.; followed by 
general discussion. 

May 17, 1922. — George H. Nye, City Engineer of New Bedford, “ City 
Planning.” Discussion by Arthur A. Shurtleff, Town Planner, Miss Elisabeth 
M. Herlihy, Secretary of the Boston City Planning Board, and others. 

September 20, 1922. — Frank B. Walker, Chief Engineer, Eastern Massa- 
chusetts Street Railway Co., ‘‘ Rehabilitation of Street Railway Tracks,’’ 
with general discussion. 

October 18, 1922.— “‘ A Symposium on Bridges.’ Papers by S. Stanley 
Kent, Assistant Engineer, Locks and Canals, Lowell, Mass.; Lewis E. Moore, 
Consulting Engineer; and Barzillai A. Rich, of Fay, Spofford & Thorndike, 
Consulting Engineers; followed by general discussion. 

; December 20, 1922. — Herbert N. Cheney, Vice-President, Boston Con- 
solidated Gas Co., ‘‘ Manufacture and Distribution of Gas’’; and E. F. 


Miller, Consulting Engineer, “Gas Holder Design and Construction; fol- 
lowed by discussion. ' 
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January 24, 1923. — Joint Meeting with M. I. T. Student Chapter, 
American Society of Civil Engineers. Arthur T. Safford, Engineer, Locks 
and Canals, Lowell, Mass., ‘‘ The New Hydro-Electric Development of the 
Amoskeag Manufacturing Co., at Manchester, N. H.”; followed by dis- 
cussion. 

February 21, 1923.—‘‘ A Symposium on City Pavements.” Papers 
presented by Lewis M. Hastings, City Engineer, Cambridge; Edwin H. 
Rogers, City Engineer, Newton; Henry A. Varney, Town Engineer, Brook- 
line; George H. Nye, City Engineer, New Bedford; David A. Hartwell, Com- 
missioner of Public Works, Fitchburg; J. C. Blake, Street Commissioner, 
Worcester; Robert P. Marsh, Superintendent of Streets and Engineering, 
Springfield; and Edgar S. Dorr, Planning Engineer, Department of Public 
Works, Boston; and general discussion. 


Sanitary Section Meetings. 2 


The Sanitary Section has held four meetings during the year with an 
average attendance of thirty-two. The following papers have been presented 
before this body: 


March 1, 1922. — Dr. David L. Belding, Biologist, Division of Fisheries 
and Game, Department of Conservation of Massachusetts, ‘“‘ The Effect of 
Pollution on Fish Life.” 

Final report of the Committee on “‘ Methods of Design and Construction, 
and Results of Operation of Submerged Pipe Lines for Outfall Sewers.”’ ; 

April 5, 1922.—“‘ Some Engineering Observations on a Recent Trip 
through the South ”’ by J. Leslie Woodfall. 

October 4, 1922.—‘‘ Mosquito Control in Massachusetts’”’ by Prof. 
George C. Whipple and Prof. C. T. Brues, of Harvard University. ; 

December 6. 1922.—‘‘ Water Supply and Sewerage in Australia” by 
A. G. Gutteridge, B. C. E., Fellow of the International Health Board. 


Designers Section Meetings. 


The Designers Section has held eight meetings during the year, with an 
average attendance of twenty-six. The following papers have been presented: 


March 8, 1922.-—‘‘ Roof Coverings” by L. W. Marsh, of the Johns- 
‘Manville Co., and Mr. Fred Murtfeldt, of the W. A. Murtfeldt Co: 

April 12, 1922. — ‘‘ Some Features of Sewer Design ” by John W. Ray- 
mond, Jr., of the staff of Metcalf & Eddy, Consulting Engineers. : 

May 10, 1922. —‘‘ Practical Comparisons of the Design of Reinforced 
Concrete Buildings by the Boston Building Code and by the Progress Report 
of the Joint Committee.” Discussions by Walter W. Clifford, Henry C. 

i . Harty, Jr. Le 
ae aes aa Discussion of the Foundations for the New Build- 
ing for the First National Bank in Boston ” by Howard K. Alden, Construction 
Engineer, Stone & Webster, Inc. ‘ ‘ d - 

November 8, 1922. —‘‘ Handling Materials by Conveying Machinery 

1 . Elmer, Consulting Engineer. sa ELM 
o Become 13, 1922. —“ Pine | Day Developments in Highway Design 
by Charles B. Breed, Silane of Railway and Highway Engineering, Massa- 

itute of Technology. , eek. 
ore 1923, — “ The Use of Steel Floors in Design” by W. H. 
Lown, Sales Manager of the Kerlow Steel Floor Co. Se ot eee 

February 14, 1923. — “ Steam Heating from Central aac ee PS 

Boyden, Superintendent of Steam Heating Department, Boston Edison Co. 
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Northeastern University Section Meetings. 


The Northeastern University Section has held eight meetings during 
the year, with an average attendance of twenty-three. 


March 10, 1922.—‘‘The Relation between Plane Rectangular Co- 
ordinates and Geographic Positions’ by Prof. Henry B. Alvord, of North- 
eastern University. , hs 

April 14, 1922. — “‘ The Geographical Development of Old Boston ” by 
Channing Howard, of the firm of Whitman & Howard. : 

May 19, 1922. — Annual election of officers and adoption of By-Laws. 


September 29, 1922. —‘ A Railway Construction Job” by James W. 
Ingalls, Assistant Professor of Civil Engineering, Northeastern University. 

October 20, 1922. — ‘‘ Sub-Soil Explorations and Investigations ”’ by Col. 
Frank M. Gunby and Harry E. Sawtell. ; 

November 24, 1922. — ‘“‘ Water and Oil Tight Riveted Joints” by E. A. 
Gramstorff, Instructor in Mechanical Drawing, Northeastern University. 

January 22, 1923. — ‘‘ Present Railway Problems” by J. Parker Snow, 


former Chief Engineer of the Boston & Maine R. R. he ; 
February 26, 1923.— William F. Williams, Commissioner of Public 
Works, Commonwealth of Massachusetts, was the speaker. 


Permanent Fund. 


On account of the continued high costs the Society authorized the Board 
of Government to use the income from the Permanent Fund to pay current 
expenses to such an extent as they deemed necessary. 

During the year five hundred dollars has been received from the estate 
of Hiram F. Mills, this being the first payment of the one thousand dollar 
bequest to the Society from this estate. 


Tinkham Memorial Fund. 


The standing of this fund will be found in the report of the Treasurer. 
The Committee on a Memorial has prepared a report which will be found 
elsewhere. 
Journal. 


The report of the editor of the JouRNAL for the calendar year 1922 shows 
that there have been printed ten issues containing a total of 560 pages. The 
number of copies of each issue printed was 1 250, except for the October issue 
containing the Report of the Committee on Run-Off, in which case 1 100 
regular copies and 650 reprints of the report only, were printed. The net 
cost of the JouRNAL was $2 960.14 or $5.29 per page. In 1921 the net cost 
was $3 537.91 or $5.25 per page. 

The Board of Government recommends the consolidation of the position 
of Editor of the JouRNaL with that of Secretary of the Society in order to better 
coérdinate the work and to eliminate duplication of effort. 


Desmond FitzGerald Medal. 


The Committee appointed to consider the award of the medal has reported 
that in its opinion no paper published in the JouRNAL during the year ending 
with the month of September, 1922, conforms entirely to the requirement in 
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the code of rules governing the award, namely, that this medal shall be awarded 
for a paper which is judged worthy of special commendation for its merit. 
The Board of Government approved this report and has adopted its recom- 
mendation that no award be made this year. 


The Affiliated Technical Societies of Boston. 


The effort for closer codperation between the various technical organiza- 
tions in Boston has culminated in the formation of The Affiliated Technical 
Societies of Boston, incorporated on June 12, 1922, comprising the following 
nine societies as Member Organizations and having a net membership of 
about 3 300: 


Boston Society of Civil Engineers. 

New England Water Works Association. 

Plant Engineers’ Club. 

Boston Sectien, American Institute of Electrical Engineers. 

Boston Section, American Society of Mechanical Engineers. 

Northeastern Section, American Society of Civil Engineers. 

Boston Section, American Institute of Mining and Metallurgical Engi- 
neers. 

Massachusetts Chapter, American Society of Heating and Ventilating 
Engineers. 

Boston Chapter, American Association of Engineers. 


The quarters, libraries and facilities of the Boston Society of Civil Engi= 
neers, at 715 Tremont Temple, were taken over by The Affiliation for the 
joint use of the membership of the nine affiliated societies as of June 1, 1922. 

Although The Affiliation is only in its first year, it has taken an active 
part in public affairs, codrdinated the work of the individual societies and 
offers great promise for the coming years. 

"e 
Northeastern Section, American Society of Ciwil Engineers. 


Asa result of the formation of The Affiliated Technical Societies of Boston, 
the Northeastern Section of the American Society of Civil Engineers has 
withdrawn from its affiliate relation with the Society in order to become an 
independent member organization in The Affiliation. This action, which 
seemed most logical in view of the relations between the various societies 
under The Affiliation, met with the approval of your Board. 


Federated American Engineering Societies. 


The Board, after careful consideration of the continued membership of 
the Society in this organization, which is taking part in many activities of a 
national scope and is endeavoring to secure the recognition of the engineer 
as a factor in civil and industrial life, has decided to leave this matter to the 
Board of Government for 1923-24, which will, no doubt, give further study 
to this from the standpoint of the best interests of the Society. 
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Society Activities. 


The Society has been able to increase its activities somewhat during the 
year. The publication of the valuable Report of the Run-Off Committee, 
the general increase in size and quality of the JOURNAL during the latter part 
of the year, the printing of a Year Book, the enlarged Social Activities and the 
diversity of subjects presented at Society and Section meetings, have all con- 
tributed to the usefulness of the Society to its members. 

These activities have only been made possible by using the entire income 
from the Permanent Fund for current expenses. The deficit carried over 
from the year 1921-22 has also been wiped out, leaving the Society in a more 
favorable position financially than at the beginning of the year. 

The Board has been somewhat concerned over the problem of society 
activities, realizing the desirability of increasing the Permanent Fund by 
adding at least a portion of the income to the Fund instead of devoting it 
entirely to current expenses. For this reason it recommended that a letter 
ballot be taken by the Society on whether an assessment equal to 10 per cent. 
of the dues should be made for the ensuing year for the purpose of paying 
the dues to the Federated American Engineering Societies, and for improving 
the activities of the Society, including additional expenditures for the library. 

It is believed that the action on the letter ballot, sent out by vote of the 
Society in accordance with the recommendation of the Board, will be of 
much assistance to the next year’s Board in its study of these vital problems. 


Social Activities. 


The Society is under a deep obligation to the members of the Committee 
on Social Activities who have devoted so much time and effort to furthering 
the activities along these lines. The buffet suppers and smokers held this 
year have been a very important feature, materially increasing the attendance 
at the meetings and bringing the members in closer contact with one another. 


Clemens Herschel Aouad. 


Clemens Herschel, an Honorary Member of the Society, has presented 
to the Society a number of copies of his book entitled ‘‘ The Two Books of 
Sextus Julius Frontinus on the Water Supply of the City of Rome, A.D. 97,” 
with the request that the Board award one or more of these books as prizes 
for papers which have been particularly useful and commendable and worthy 
of grateful acknowledgment. 

The Board has voted to present at this time copies of this book to Arthur 
T. Safford, Chairman of the Run-Off Committee, the report of which has been 
published in the October, 1922, JouRNAL, and to George H. Nye, who pre- 


sented a paper on “ City, Planning,’ in May, 1922, which developed an in- 
teresting and worthwhile discussion of this subject. 


For the Board of Government, 
DuGaLp C. Jackson, President. 
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REPORT OF THE TREASURER. 


Boston, March 1, 1923. 
To the Boston Society of Civil Engineers: 


Your Treasurer presents the following report for the year ending March 1, 
1923. 

Detailed data are contained in the appended tabular statements: Table 1 
gives the Receipts and Expenditures for the year; Table 2, Comparative 
Balance Sheets; Table 3, Investment of the Permanent Fund. 

The current expenses for the year amount to $10 647.90, being $2 109.17 
decrease from the preceding year. 

There has been transferred to the Current Fund all the income of the 
Permanent Fund for the current year, $2 376.20. 

The net expense of the JOURNAL has been $445.91 less than last year. 
The income from advertisements decreased $128.00 and the sale of JOURNALS 
has been $62.38 more than last year. 

There has been received $500.00 from the Hiram Mills Estate as a first 
payment of a thousand dollar legacy. 

There has been an increase in the Permanent Fund of $1 105.00 after 
transferring the income for the current year of $2 376.20 to the Current Fund. 

Five Coédperative Bank Shares have matured, valued at $1000.90 and 
ten new shares have been purchased at a cost of $998.61. 


Respectfully submitted, 
F. O. Wuitney, Treasurer. 
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TABLE 1 — RECEIPTS AND EXPENDITURES. 


CURRENT FUND. 


Receipts. 
Members” Dues. oles. 6 on See ee © eee eee $7 261.62 
Advertisements: 2.2 202 a he ae ei he eros ee eee eee 1 025.00 
Sale of JOURNALS... gon cesicke ooo a amine Phare mica iticee mie ane 220.45 
Miscellarieotis:> oh ec.le iti eon ee ete oe ee eee 165.19 
Hederation subsctiptiomses. +m ices 22 eevee ir oie een 313.00 
Badges: (net). ce oo can e pemiee mane eke eese ce eres a ee 7.50 
Tibrary fines te. sae cee ele ee Oke en eee ee 6.31 
Income trom Permanent Humes. oem ce errs et ae eee 2 376.20 
$11 375.27 
Expenditures. 

Deficit, March 1, 1990 oie = 2 ete eee eran eee a $720.41 
POUR AL ine 205 ssecnssencrwnses oie boas cue Ne gee ae eae 4 219.75 
ipl gc 5.3, pcs, praiecaraks, vos Seog att Yo kee OE ea 11.93 
Rent office: (nét)}ac4 << cy.0 cones scasree hers eter eee eee ee 437.49 
RENE MECN GS aes seco csne oto nas Bikes Se ee ee 200.00 
Salaries (Except MaitOt) = ase eee ae ee ogee Si ee 1 224.56 
Printing, stationery, postage, etc., meetings...................- 284.22 
Printing, stationery, postage, etc:, office. .7-:....,..- seeee see 607.67 
Incidentals,-oficei.t ac 2 PRs eae ee ee ee ee eee 124.32 
Incidentals; meetings: 9.5 se). 4052-6 ea are ee ee 3.30 
Reporting: meetings. Aaa. oie ree eee eee ea ee 57.00 
StereOpticons meetings is. b seers ae ee en 30.50 
Birding (niet )S ee Os, Soh Xe, Seite on eat we ee 115.50 
Periodicalecin)o 2. ga Palys tae ee Sas ee ee 112.70 
Insurance :(net)inau.< svc dee fee ee eee 33.80 
Annual meetingiand smoker (iet)i eee eel eee 176.50 
Social activities(net) i. <uio.cee eon eee eee 376.56 
Federated American Engineering Societies..................... 599.75 
Affiliated Technical Societies of Boston (net)................... 1 763.43 
Office:equipment...5 M25 2 ale kan dake ee 85.67 
Engineers’ dinner.......... PO ORS se a Fs AN NE Bins ez 44.00 
Designers: Sectioniyas.s5 ical cease eee eee 29.90 
DaMitary> SECtiOM. © vs siucvanse sage neis tina eee ae ee 32.70 
Northeastern: University Sections ace sen erie aetna 16.45 
Northeastern Section — American Society Civil Engineers. ..... , 60.20 
B $11 368.31 
lace 59) ee vi leigh Aaa Se eee ee Re aS 6.96 


$11 375.27 
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PERMANENT Funp. 


Receipts. 
Lote ALS S00 2 5 00 0 $917.66 
HCEMERETUE ROSE Sy Pe 2 A 605.00 
INRETESEE (ARRON EC NS NS SA a 1 904.26 
Co6perative Bank shares matured.................... Ae Ria e, Soe de OO 0) 
ESSE SUE 500.00 
Hiram Mills Estate (Payment on Legacy)... .................. 500.00 
$5 427.82 
Expenditures. 
Cagperative Bank shares purchased!..........0.00.0-0.0-0.0005 $998.61 
Mopars my ewbankrG lesen ce. vee Gas vee fa tot ous Sodus pees Oe 670.00 
misharesaam bel: eerbelt Co. purchased)... 2.00. cd. can cece secs 408.00 
Hoeome transterred: to \Current)Punds.. <. so... . 6b. sicswa de anes 2 376.20 
SRUBINEE 2. S25 5 Seis Sle ee SE ee Oe ae ae 975.01 
$5 427.82 
E. K. TURNER LIBRARY FUND. 
Receipts. 
Ce a, Cine eR CONN Genet sii I RO ee 2 eee ee ae $89.27 
ELE LE Gis Oi Ol Gmmeree ti ee Sic catia les fe ea tw me ee te 50.00 
| $139.27 
Expenditures. 
Ri eC MARC ee ite at cane 9 rons cay tile loe aa anyones ms oem $49.78 
TRAUB AGE © nla eo Moloicie PRO eRe Sse a Ba py 
$139.27 
TINKHAM MEMORIAL. 
Receipts. 
KeeshnonwharcViaArCh dl O27 2 S68 oe. cic o cide oe ohne eee nee $414.11 
Ootnipis Gb ONSILCEChV Cclae amiate | oe ncn d at cutis = cies oe cue te neta Ayers 65.00 
Mee hestn (Ct mrmeeerertsierar inte oie ote of oer oct wheyelas ts myst chp! oatnahers 106.50 
$585.61 
Expenditures. 
$500 bond Shawinigan Water & Power Co.......-.e.0- eee eeeee $518.75 
Se eee ccleeeels 66.86 
IES Commie retate ehshtta) oss) e e's aiesi=)=) ¢.°8) 6) 


$585.61 
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TABLE 2. — COMPARATIVE BALANCE SHEETS. 


Codperative banks.......... 
Ihibrany tence eon eee 
Furnitures... sacer ree eae 


Liabilities. 
Permanent.Pund....+.....- 


(saener bunch eects ere 


Unexpended appropriations. . 
Current’ Funds ss: - 22) -oe 
Unpardibillsseee eee ee 
Surplusire ] aaah ores aoe 


* Deficit. 


TABLE 3,— INVESTMENT OF PERMANENT FUND, 


Bonds. 


American Tel. & Tel. Co. Col. Tr. 4%, 1929. 
Union Elec. Light & Power Co. 5%, 1932... 
Blackstone Valley Gas & Elec. Co. 5%, 1932 


Dayton 


Milford & Uxbridge St. Ry. 7%,1928 
Railway & Light Securities Co. 5%, 1939... 
Superior Light & Power Co. 4%, 1931..... 


Gas Co: 5%, 1930. ..2%. 


Wheeling Electric Co. 5%, 1941 


Economy Light & Power Co. 5%, 1956 


Tampa Electric Co. 5%, 1933.. 


Galveston Houston Elec. Ry. Co. 5%, 1954. 
Northern Texas Elec. Co. 5%, 1940....... 
Chicago & Northwestern Ry. 5%, 1987..... 
Vermont Power & Mfg. Co. 5%, 1928..... 
Am. Tel. & Tel. Co.5%, 1946 
United States Liberty Loan 33%, 1947 
American Tel. & Tel. Co. 6%, 1925 


March 1, March 1, March 1, March 1, 
1920. 1921. 1922. 1923. 
$339.49 $975.48 $286.52 $1071.46 
35 523.00 35523.00 35523.00 35 023.00 
1950.00 1950.00 2247.75 2655.75 
8501.75 ~“Si15945= 7 737-85 Sisre00 
7500.00 7500.00 7500.00 7500.00 
2405.11 2 405¢i1 2 405510 2 40bet 
$56 213.35 $56 513.04 $55 700.23 $57 532.82 
$43 852.51 $44 682.51 $45 432.51 $46 537.51 
1 058.72 1 097.12 1 083.02 1 083.24 
Q2745 ol elsads- Soeeeoen ae 
sie aha CIE 828.30 *720.41 6.96 
469.56> 2..cigee «oi Cees Sepa 
9905.11 9905.11 9905.11 9905.11 
$56 213.35 $56 513.04 $55 700.23 $57 532.82 
Marca 1, 1923. 

Valu> 
Par Actual as Carried 
Value. Cost. on Books. 
$3 000.00 $2328.75 $2 737.50 
2000.00 2050.00 2050.00 
2000.00 1995.00 1995.00 
no dis ene 2000.00 2000.00 2000.00 
Bs eee 3000.00 2942.50 2942.50 
3000.00 3000.00 3000.00 
_ 4000.00 3347.50 3 347.50 
icheiaan 4000.00 3845.00 3 845.00 
ee 1 000.00 990.00 990.00 
Meusia, eae 2000.00 2000.00 2000.00 
2000.00 1940.00 1940.00 
2000.00 1932.50 1932.50 
1000.00 1102.50 1102.50 
1 000.00 965.00 965.00 
steric 1 000.00 993.75 993.75 
ase 2000.00 2000.00 2000.00 
PREC E 200.00 188.00 188.00 


$35 200.00 $33 620.50 $34 029.25 


———— 


=e Si > Se Se ee 
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Stock. 
22eshares tm. Lele Tel; Cove.<euecc. 2. 220000" §2'655.75> 2655.75 
Total Securities ...-.................. $37 400.00 $36 276.25 $36 685.00 


Codperative Banks. 


15 shares Merchants Codéperative Bank, including 


PLELESS CeCe mM VLC Micra Sem hey Toh cs psec ai vstie ie bors aie $2 316.75 
15 shares Volunteer Codperative Bank, including 
PELCLESL COR ANAL eis ee ee clicee ca Riess elas ws 2 314.20 
25 shares Watertown Codperative Bank, including 
MPURaRES & UO) WU non cn eas OAS ee ee 4246.55 8 877.50 
LGmileraineOUIn Vested UNOS. cri .esc eos oe oot als bbs $45 562.50 
CE We De Re Ee) ae ee ata oo 975.01 
otalivalucer iermanent: Mund aka oo oe ok saree acetone +258 $46 537.51 


E. K. Turner Fund. 


American Tel. & Tel. Co. 5%, 1946....... 1000200 Sr 9993150 ey ene 
Rcrs ECE ticle eee eee ee Ce Ryne tS sg 89.49 1083.24 
Motal vatue or bermanentPunds.ch.e20. nik teen ce eh $47 610.75 


Tinkham Memorial. 

Connecticut Light & Power Co.7%, 1951... $1000.00 $1020.00 $1 020.00 
Shawinigan Water & Power Co. 6%, 1950. 1 000.00 993.75 993.75 
Caali oe. ee Re OO ae ae 66.86 


$2 080.61 
We have examined the above report and find it correct. 


EpcGar S. Dorr, 
RicHARD K. HALE, 


Auditing Committee of Directors of the 
Boston Society of Civil Engineers. 
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REPORT OF THE SECRETARY. 
Boston, March 21, 1923. 


Joun B. Bascock, Secretary, im account with the BOSTON SOCIETY OF CIVIL 
ENGINEERS, Dr. 


For cash received during the year ending March 21, 1923: 
From entrance fees, new members and transfers: 


50 new members and associates.........- at $10.00 $500.00 
£6, juniors... 2) osevra eee te at +5.00 80.00 
5 juniors transferred to members........at 5.00 25.00 
Total from: entrance fees. .o. o> sane ee eee eee $605.00 
From annual dues for 1922-23, including dues from 
NeW Members 2s <swese 2  kO eeee $7 032.62 
From back: duesisss, <0. ace a ee eee 124.00 
From dues.for. 1923-240". 5 sigs rel see tere eee 105.00 
Total-fromduess.. 3. Senin soot eee eee $7 261.62 
Prom rents <0 oe iss) aoricss vis ate se Roe ee oe $637.50 
From-advertisements.)so.%3. s2. 0-08. need Se ee ee 1 025.00 
Fromsale.of JOURNALS and reprints. oe a ee 220.45 
Fron libpary: fines = <2)... 42--n as kos eee ee Se eee 6.31 
From saleiof badges. 2 2.1.2a.2 sss oe. See 123.00 
From binding JOURNALS) ioe. sc baa eee eee eee 53.50 
From contributions toward 1921-22 deficit..................... 313.00 
From tickets — Annual Meeting, 1922................/. 22.48. 14.00 
Fron: Pebruary smoker. 2 &:ieles 3.0 erie Sere eee 24.00 
Fromgjoint meetings: (A. 1) E. Eaand ASS. sE)en eee 50.00 
Fromtelephone: (N= E.AWl We AN) cee. rire eee 19.39 
From Northeastern Section Am. Societies C. E., for expenses... . 95.80 
From Affiliated Technical Societies of Boston, for expenses....... 286.58 
"LOtall ozs geyccrs'e' Saya svete is ts. eR cee ee ee $10 735.15 


The above amount has been paid to the Treasurer, whose receipts the 
Secretary holds. 


Joun B. Bascock, Secretary. 


We have examined the above report and find it correct. 


EpGar S. Dorr, 
RicHarD K. Hate, 
Auditing Committee of Directors of the 
Boston Society of Civil Engineers. 
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REPORT OF THE LIBRARY COMMITTEE, 1922-23. 


Boston, March 21, 1923. 
To the Boston Society of Civil Engineers: 


The Librarian submits for the Library Committee the following report 
for the year 1922-23: 

Since the last annual report 52 bound volumes and 95 pamphlets have 
been added to the library, making a total of 147 accessions. We now have a 
library of about 10 000 bound volumes and_3 500 pamphlets. 

During the year 243 books have been loaned to members, and fines 
amounting to $6.31 have been collected. 

The following have been contributed by publishers and authors: ‘‘ Theory. 
of Framed Structures,” by Charles Ellis; ‘‘ Construction Contracts — Spring- 
field-West Springfield Bridge,’’ Fay, Spofford & Thorndike; ‘‘ Theory of 
Structures,” C. M. Spofford; ‘‘ Descriptive Geometry,’ Young & Baxter — 
Ed. D. C. Jackson; “ Engines and Boilers,’’ Thos. T. Eyre —Ed. D. C. 
. Jackson; ‘‘ Hydraulic Principles governing River and Harbor Construction,” 
Townsend — Ed. D. C. Jackson; ‘‘ Shield and Compressed Air Tunneling,” 
Johannesson and Hewett; .‘‘ Handbook for Electrical Engineers,” Pender; 
“The Young Man and Civil Engineering,’ G. F. Swain. 

“ Handbook for Highway Engineers’’ by Harger and Bonney; ‘‘ Quebec 
Bridge Report” in two volumes, Monsarratt; ‘‘ Engineering News Index,” 
Nos. 2, 3, 4 and 5, 1890-1917; and “‘ Engineering Index ”’ have been pur- 
chased. 

The other bound books are mostly Municipal, State or Federal Reports. 

The library has been used to a greater extent than heretofore, particularly 
the technical periodicals and the reference books. Members of the other 
affiliated Societies are taking advantage of the facilities afforded for study 
and research. 

It has been impossible to devote much time to a more complete indexing . 
and improved arrangements of books on account of the limited time and 
money available. It is believed that during the coming year the affairs of 
The Affiliation can be so conducted that improvements can be made on the 
library, making it of greater value both to the members of this Society and 
to the members of the other affiliated societies. 


Respectfully submitted, 
For the Library Committee, 
Joun B. Bascock, Librarian. 
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REPORT OF THE EXECUTIVE COMMITTEE OF THE SANITARY SECTION. 
Boston, March 7, 1923. 


To the Sanitary Section, Boston Society of Civil Engineers: 

During the past year four meetings were held, the subjects and speakers 
being as follows: 

March 1, 1922. — Report of Committee on Methods of Design and Con- 


truction and Results of Operation of Submerged Pipe Lines for Outfall Sewers. 
cae The Effect of Pollution on Fish Life,’’ by Dr. David L. Belding. 


April 5, 1922. —‘‘Some Engineering Observations on a Recent Trip 
through the South,” by J. Leslie Woodfall. ? f 
October 4, 1922. —‘‘ Mosquito Control in Massachusetts,” by Prof. 


George C. Whipple. ; 
a description of different Species of Mosquitoes, by Prof. C. T. Brues. 
December 6, 1922. —‘‘ Water Supply and Sewerage in Australia,” by 
A. G. Guteridge. 


The attendance at the meetings has averaged 32 during the year. The 
membership according to the 1923 Year Book is 191. Of the papers presented, 
two have been printed in the JouRNAL. There are no special committees 
in the Sanitary Section. 

Respectfully submitted, 


For the Executive Committee, 


Harrison P. Eppy, Jr., Clerk. 


REPORT OF THE EXECUTIVE COMMITTEE OF THE DESIGNERS SECTION. 


~ Boston, March 14, 1923. 


To the Designers Section of the Boston Society of Civil Engineers: 


During the past year eight regular meetings of the Designers Section have 
been held. These meetings are summarized as follows: 


March 8, 1922, — Mr. L. W. Marsh of the Johns-Manville Co., and Mr. 
Fred Murtfeldt, of the W. A. Murtfeldt Co. The first speaker gave a very 
interesting talk on ‘‘ Roof Coverings,” beginning with the primitive thatched 
roofs and ending with the modern asbestos felt saturated with asphalt. The 
second speaker gave a general talk on roofing, drawing on his many years of 
experience as a roofing contractor. There were fifteen present. 

April 12, 1922. — Speaker, Mr. John W. Raymond Jr. of the staff of 
Metcalf & Eddy. Subject, ‘‘ Some Features of Sewer Design.” The subject 
of sewer design was reviewed in a general manner by the speaker. There 
were twenty-four present. 

May 10, 1922, Speakers, Mr. Walter W. Clifford, Consulting and 
Designing Engineer, and Mr. John J. Harty Jr., of the staff of Monks & 
Johnson. Subject, ‘‘ Practical Comparisons of the Design of Reinforced Con- 
crete Buildings by the Boston Building Code and by the Progress Report of 
the Joint Committee.” The first speaker made comparisons based on a beam 
and girder type building and the second speaker made comparisons based on 
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a flat slab building using two-way reinforcing. Mr. Henry C. Sheils estimated 
the alternate designs on the beam and slab-type building and found the cost 
of each to be practically the same. There were twenty-six present. 

October 11, 1922. — Speaker, Mr. Howard K. Alden, Construction Engi- 
neer for Stone & Webster, Inc. Subject, ‘‘ Foundations of the New Building 
for the First National Bank of Boston.’”’ The speaker described in detail 
the different problems which confronted the engineers in providing the deep 
and heavy foundations for this building. There were forty present. 

November 8, 1922. — Speaker, Mr. Nixon W. Elmer, Consulting Engineer 
in Conveying Machinery. Subject, ‘‘ Handling Materials by Conveying 
Machinery.”” The speaker treated the subject in a very general way describing 
a large number of different types of conveyors for a great variety of materials, 
There were twenty-five present. 

December 13, 1922. — Speaker, Mr. C. B. Breed, Professor of Railway 
and Highway Engineering at Massachusetts Institute of Technology. Sub- 
ject, “ Present Day Developments in Highway Design.” The speaker 
described tests on experimental roads and their results. There were thirty- 
one present. ; 

January 10, 1923.— Speaker, Mr. W. H. Lown, Sales Manager of the 
Kerlow Steel Floor Co. Subject, ‘‘ The Use of Steel Floors in Design.”’ 
The advantages of the use of steel grating in certain locations was brought 
out by the speaker. There were twenty-one present. 

February 14, 1923.— Speaker, Mr. D. S. Boyden, Superintendent of 


~ Steam Heating Department, Boston Edison Co. Subject, ‘‘ Steam Heating 


from Central Stations.’”’ The speaker described the method of supplying 
steam commercially to buildings for heating purposes, and process work 
from a series of central plants. There were twenty-five present. 


The average attendance at the meetings was twenty-six. An interesting 
open discussion followed each talk. 

The lantern was used in seven of the meetings. 

Two of the papers given were published in the JOURNAL. 

The gains and losses in membership during the past year have been equal 
and the membership remains at seventy-three. 


Respectfully submitted, 
For the Executive Committee, by 


Watpo E. Pixs, Clerk. 
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REPORT OF COMMITTEE ON SOCIAL ACTIVITIES. 


March 21, 1923. 
To the Boston Society of Civil Engineers: 

The following is the report of the Committee on Social Activities for the 
year ending March 21, 1923: 

Believing with its predecessors that the purposes of the Committee on 
Social Activities are to widen the acquaintance and increase the good fellow- 
ship among the members of the Society and-to improve the attendance at the 
monthly meetings, and believing that these purposes can best be served by 
holding informal smokers preceding the business meetings, your committee 
has this year carried forward the work of previous years in making these 
smokers attractive. 

With the exception of the April meeting, buffet suppers were served be- 
fore each meeting, seven in all. Of special note were the meetings in November 
and January. At the former the Society played host to The Affiliated Techni- 
cal Societies of Boston on the occasion of their joint meeting, one hundred and 
sixty being present at the smoker. In January, a joint meeting was held with 
the M. I. T. Chapter of the Am. Soc. C. E. at which one hundred and ninety 
were served. For the seven meetings the average attendance was one hundred 
and ten, a large increase over previous years. 

The increase in the popularity of the smokers is laid to the fact that, be- 
ginning with the October meeting, the innovation was made of serving a more 
substantial menu, including usually, some hot dish, beverages, and a good 
dessert. This was made possible by the purchase of a good supply of forks 
and spoons which now form a part of the Society’s equipment. Despite the 

- increase in the amount of food served the cost has not greatly increased, averag- 
ing for the entire year slightly less than fifty cents per capita. This was due 
partly to a greater distribution of the overhead and partly to careful estimating. 
In the course of its work the committee has kept careful records from which 
have been obtained useful data on the average consumption per capita. These 
data, together with a careful estimate of the probable attendance, have enabled 
us to complete the year without having a shortage at any smoker and at the 
same time without having an appreciable quantity of food left over. 

The very popularity of these smokers has been tending to cut down their 
frequency because of the drain upon the Society’s treasury, but an experiment 
tried at the February meeting points the way to a solution. At that meeting 
a charge of twenty-five cents per capita was made, yet the attendance was 
almost one hundred, quite up to the average for a regular meeting. Not only 
was there no complaint but several members expressed pleasure at being allowed 
to help bear the cost. 

The size of the crowd at the January meeting forced us to use Chipman 
Hall with its adjoining kitchen. The arrangements were so greatly facilitated 
that it was used again in February. The Committee recommends that all 
smokers be held there in the future. 

The outstanding feature of the early part of the year was the Annual June 
Excursion, arranged by your committee. Through the courtesy of Brig.- 
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Gen. Mark L. Hersey, the Society was tendered the use of an army boat and 
was escorted by army officers upon a trip of inspection of the harbor defenses. 
Starting from the Army Supply Base, landings were made at George’s Island 
to inspect Fort Warren and at Hog Island to inspect the new fortifications in 
process of construction. Returning. from Hog Island, the party landed at 
Pemberton and enjoyed a shore dinner served at the Pemberton Inn. The 
popularity of the outing was evidenced by the attendance, — one hundred 
and sixty members and guests, including ladies, — breaking all previous 
records for that event. 

As the closing event of its year the committee has arranged the entertain- 
ment for the smoker following this annual meeting. While somewhat handi- 
capped by the strictness of the Boston City Club regulations, the committee 
feels that it has prepared a program which will give every member of the 
Society an evening of pleasure. 

In closing, the Chairman wishes to express his appreciation of the hearty 
coéperation of the other members of the committee—Frank L. Flood, Kenneth 
C. Reynolds, Howard C. Thomas and Walter A. Woods. Every one of these 
men has given liberally of his time and energy to make the work of the com- 
mittee a success and there has existed that same spirit of good fellowship which 
we have striven to spread throughout the Society. 


Respectfully submitted, 
ERwWIN Harscu, Chairman. 


REPORT OF THE EDITOR. 


To the Board of Government, Boston Society of Civil Engineers: 

Gentlemen, — The Editor submits the following report for the calendar 
~ year 1922. 

There have been published 15 papers and 5 memoirs of deceased members. 

The 10 issues of the JOURNAL contained a total of 560 pages. 

The print order for each issue was 1 250 copies except for the October 
issue which was a special number comprising the Report of the Committee 
on Run-Off. There were 1100 regular copies of this number printed and 
650 reprints of the report only. 

The net cost was $2960.14 or $5.29 per page. This compares with a 
similar figure for 1921 of $5.25 per page. 

Experience of the last few months indicates that inasmuch as the Society 
now has a Secretary able to devote considerable time to its affairs and already 
doing much work along lines parallel to those of the Editor, the latter office is 
becoming superfluous and, as the Board suggests, might well be abolished. 

In the appended table are given figures of cost, nuniber of pages, and 


her details. ‘ 
ai Respectfully submitted, 


W. L. BurcHer, Editor. 
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REPORT OF COMMITTEE ON LICENSING ENGINEERS. 


Boston, March 21, 1923. 


To the Board of Government, Boston Society of Civil Engineers: 


Gentlemen, — The Committee on Licensing of Engineers was continued 
through the year ending March 21, 1923, twith authority, as previously, 
to invite other engineering societies to add their representatives to its 
membership. 

As the matter of licensing or registration has not been before the Legis- 
lature of 1923, and the subject has not been otherwise active in this common- 
wealth during the past year, no meeting of the committee has been called. 

The members of the committee recommend that it be continued as before 
so that it may keep informed of any action that may be taken in other states, 
and be ready to take up the subject without delay should it again arise in this 
commonwealth. 

Respectfully submitted, 


For the Committee, 


Epwin H. Rocers, Chairman. 


Committee. 
CHARLES T. MAIN, CHARLES W. SHERMAN, 
Lewis E. Moore, CHARLES M. SPOFFORD, 
Irvine E. Mouttrop, EpwIn H. RocGeErs, Chairman. 


REPORT OF COMMITTEE ON TINKHAM MEMORIAL. 


Boston, March 21, 1923. 
To the Boston Society of Civil Engineers: 

Your Committee on the Tinkham Memorial submits the following report: 

Shortly after the death on April 21, 1921, of Mr. S. Everett Tinkham, 
for nearly forty years the Secretary of our Society, we were appointed to con- 
sider and report on a proper memorial as a recognition of the long, efficient 
and untiring service of Mr. Tinkham. 

The regular meeting on September 19, 1921, was devoted to exercises in 
memory of Mr. Tinkham, and several addresses were made covering his career 
as an engineer and in various walks of life. Your committee made a report 
at that meeting recommending “‘ the creation of a fund for a scholarship or a 
fellowship in research work at Massachusetts Institute of Technology to be 
known as the ‘‘S. E. Tinkham Memorial Fund.” 

The Board of Government approved the report and recommended that 
the fund be increased to $6 000 so that a full scholarship could be provided. 
The Society voted to accept the report of the committee and to endorse 
the action of the Board of Government, and the committee was continued 


for the purpose of soliciting subscriptions. 
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The matter has been brought to the attention of the members of the 
Society repeatedly, by circulars and personal appeals, with the result that 
there has been received the sum of $1 990.50 from 163 contributors, which is 
less than one fifth of our membership. The result is rather disappointing 
but we can see no prospect of its being increased. 

As to what shall be done with the fund, we suggest that the original 
purpose be carried out in so far as is practicable. This can be done in two 
ways, either the amount on hand can be invested and allowed to accumulate 
until it reaches $6 000 which will require at 5 per cent. about twenty-three 
years; or the income of the fund as it is can be used for the purpose intended 
as far as it will go, with the hope that, from time to time, members hearing 
of the good accomplished and realizing the need of a larger income, may be 
induced to add to the principal. 

We recommend that this matter be left with the Board of Government 
with full powers, and that the committee be discharged. 


Respectfully submitted, 


Epwarp W. Howe, Chairman. 
Joun E. Carry, 

EpcGar S. Dorr, 

FREDERIC H., Fay, 

DESMOND FITZGERALD. 


PROGRESS REPORT OF COMMITTEE ON SUB-SOILS OF BOSTON. 


Boston, March 21,1923. 
To the Boston Society of Civil Engineers: 

The Committee on Boston Sub-Soil wishes to make a progress report, 
as follows: 

Since this committee was appointed it has met at various times, and, 
after canvassing the situation, it was finally decided to continue, so far as 
possible, the extensive work by Mr. J. R. Worcester of collecting, classifying 
and correlating data relating to soil, soil load tests, value of soil for supporting 
buildings, piles and pile tests, together with reports, etc., relating to the 
geological conditions in and around Boston, and to make such data available 
to engineers and architects. 

The committee believes it desirable to urge the adoption of standard 
methods for making and reporting borings, and more effective and uniform 
methods of making load tests on soils and piles, and, to this end, a printed 
card has been made having a form for reporting borings. 

These cards require but a small amount of work for filling in, and we 
hope it will be found so easy that it will encourage such reports being made. 

Our sources of information include all the departments of the City having 
construction work, especially the Building Department, engineers and archi- 
tects in private practice, together with the companies making borings. 
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We have been assured of hearty codperation in this work by these boring 
companies and by the chairman of a committee of the Architectural Society, 
called ‘‘ Committee of Methods and Materials.” 

At the present time we have available for classification, etc., at least 
600 reports of borings made in the last year or so, covering not less than 150 
jobs and locations, together with the reports of load tests and miscellaneous 
data. 

The present intention of the committee is to make this data available for 
reference by placing upon a map of the City, the locations of new borings, etc., 
and to place the map in the rooms of The Affiliated Technical Societies, together 
with copies of the boring data on cards to be kept on file in the rooms. The 
map will probably be made in sections corresponding to those established by 
Mr. Worcester in his report, which was published in the first volume of the 
Society, dated January, 1914. 

It is also the hope of the committee that in certain sections of the City, 
it may be possible to get sufficient data in the near future to make a contour 
map of the surfaces of suitable soil for supporting structures, corresponding 
in some degree to contour maps of the surface of the ground now made by the 
U. S. Geological Survey. It is realized that this map would be useful for 
only a general picture of the situation and should not be used as final data 
for a project but must be supplemented by detailed explorations for any given 
layout. 

The committee will gladly give any assistance within its power to those 
wishing it and asks the members of the Society to assist its work by sending 
data on these subjects to the committee, which will be made available for 
reference to all as soon as possible. Cards for such reports may be had by 
applying to the Secretary of the Society. 


Respectfully submitted, 


Harry E. SAWTELL, Chairman. 
Henry S. ADAMS. 

HeEywoop S. FRENCH. 

F. M. GunBy. 

CHARLES D. KIRKPATRICK. 
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APPLICATIONS FOR MEMBERSHIP 
April 15, 1923. 


Tue By-Laws provide that the Board of Government shall 
consider applications for membership with reference to the 
eligibility of each candidate for admission and shall determine 
the proper grade of membership to which he is entitled. 

The Board must depend largely upon the members of the 
Society for the information which will enable it to arrive at a 
just conclusion. Every member is therefore urged to communi- 
cate promptly any facts in relation to the personal character or 
professional reputation and experience of the candidates which 
will assist the Board in its consideration. Communications re- 
lating to applicants are considered by the Board as strictly con- 
fidential. 

The fact that applicants give the names of certain members 
as reference does not necessarily mean that such members en- 
dorse the candidate. 

The Board of Government will not consider applications 
until the expiration of twenty (20) days from the date given. 


For Admission.- 


McLeEtsH, JOHN RULE, Boston, Mass. (Age 26, b. Boston, Mass.) 
Graduate of Boston public schools and Northeastern University. During his 
college life he was employed during the five-week work periods by Aspinwall 
& Lincoln, Whitman & Howard, with whom he gained experience as rodman, 
transitman and draftsman. During two summers he worked as inspector on 
concrete roads for the Massachusetts Highway Commission. In 1918 he en- 
listed in the Navy, receiving his discharge in March, 1919. He then entered 
the employ of the United Fruit Co., in Cuba, where he was levelman and 
assistant to the locating engineer on railroad, pipe line and dam locations; 
in June, 1920, he became inspector of bridges and buildings with the Boston 
& Albany R. R.; in October, 1921, he entered the employ of J. W. Bishop Co., 
contractors and builders, as civil engineer. Refers to C. S. Ell, F. L. Flood, 
H. S. French, W. E. Nightingale and H. C. Thomas. 
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Transfer from Grade of Junior. 


Martin, ALBERT GEORGE., East Milton, Mass. (Age 26, b. March 6, 
1897). Graduate of Milton High.School, 1917, and of Wentworth Institute 
in 1920. Was draftsman with Lockwood, Greene & Co., 1920; draftsman with 
French & Hubbard in 1921; estimator on roofing and flooring for Johns-Man- 
ville Inc., 1921-22; and lay-out work in connection with installation of oil- 
burning systems for Petroleum Heat & Power Co., 1922, and at present as 
designer of structural steel with George Nelson Jaccbs, Architect. Refers to 
F. J. Randlett, E. P. Rankin, H. C. Thomas and E. A. Varney. 


LIST OF MEMBERS. 


ADDITIONS. 
GoOREE TT? JOHN Velce. eee 170 Bowdoin St., Dorchester, Mass, 
PRN CH. GRANT KOit. 9: Sloe. ale. Room 11, Union Station, Chicago, III. 
Plies ELENRY Be, [R53 12. . U. S. Geol. Survey, Custom House, Boston, Mass, 
GUE VV EEAM ond moc et a aiant dts echoes 167 State House, Boston, Mass. 
EUAEMEON A ES EN PAMEEN ccc, co oc cvs cece Sn o« © e048 58 Central St., Holliston, Mass. 


CHANGES OF ADDRESS. 


En OG KAMER LAIN Soe er Reo, 6 Sh cee een fa an as hoe eid Ashland, Mass. 

GREEN, HOWARD W.5 200 2.25.5... 383 So. Main St., Woonsocket, R. I. 

BVACEN AU EN US. stetide ct ctde tees 25 West 43rd St., New York, N. Y. 

ESUMPBAMTOU ERAN Ks Gee rth. cathe. tha bet 9 Woodland Ave., Summit, N. J. 

LVS" ESTES O00 eh SA tear ae ee © are meee 707 Riverview Ave., Dayton, O. 

TPRSIS TENET RAS LRN Se ees re eI ee ne eae Antrim, N. H. 
RESIGNATIONS. 


(In effect March 21, 1923.) 


ALLEN, LAWRENCE H. JOHNSON, FRANK W. 
ARMSTRONG, KENNETH P. KinsMAN, HAROLD L. 
BuRPEE, GEORGE W. Mamey, J. BRUCE 
Cowan, Henry E. Necus, ARTHUR I. 
DurFour, FRANK O. STEARNS, RaLpu H. 
GoopnouGH, BEN]. F. SuTToNn, DAvID 


WHITNEY, RALPH E. 
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LIBRARY NOTES. 
RECENT ADDITIONS TO THE LIBRARY. 


U. S. Government Reports 

Fourteenth Census of United States. Vol. VII. Irriga- 
tion and Drainage. 

Report of Library of Congress. _ 1922. 

Water Supply Papers, Nos. 479, 480, 483 and 508. 


State Reports 
Maine. Second Report Maine Water Power Commission. 
1921-22. 
New Hampshire. Report Public Service Commission. 1922. 
New Hampshire. Report State Highway Department. 1922. 
New Jersey. Report of State Department of Health. 1922. 
New York. Report of Public Service Commission, Vol. 2, 
1919, 1920. 


Municipal Reports 


Belmont, Mass. Report Water Commissioners. 1922. 
Brookline, Mass. Report of Water Board. 1922. 
Burlington, Vt. Report of Water Department. 1922. 
Detroit, Mich. Report of Board of Water Supply. 1922. 
Philadelphia, Pa. Report of Board of Survey. 1921. 
Plymouth, Mass. Report of Water Commissioners. 1922. 
Providence, R. I. Report of Water Supply Board. 1922. 
Reading, Mass. Report of Board of Public Works. 1922. 
Rutland, Vt. Report of City. 1922. 

Springfield, Mass. Report of Water Commissioners, 1922. 


Miscellaneous. 


Nile Control, by Sir Murdoch MacDonald. Vol. 1 and 11. 

Report on Investigations of River Discharge Measurements. 
By Ministry of Public Works, Egypt. 

Robert Fulton and the Submarine. Clemens Herschel. 

The above four books were the gift of Clemens Herschel. 

Refutation of the Murray-Flood Report. Hydro-Electric 
Power Commission. 


LIBRARY COMMITTEE. 
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